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FRIDAY, MARCH 1, 1878. | 


Locomotive Built at Mobile & Ohio Railroad Shops. | 


Through Mr. C. Fleming, the Superintendent of the Mobile 
& Ohio Railroad, we have received a very complete tracing 
of an engine recently designed and built by Mr. R. H. 
Briggs, the Master Mechanic of that line, at the shops at 
Whistler, Ala. The engine is very well designed, of the or- 
dinary American type, though somewhat elaborately orna- | 
mented. 

The general dimensions of the engines are as follows: 
cylinders, 16x22 in; driving-wheels, 5 ft. 6 in. diameter; 
weight of engine in working order, 61,750 Ibs.; weight on | 
driving-wheels, 38,250; on truck, 23,500; total wheel-base, 
20 ft. '71¢ in.; rigid wheel-base, 7 ft. 2 in. 

The fire-box outside is 5 ft. 6 in. long x 6 ft. 10 in. high, 
x 8ft. 7}¢ in. wide. It has a wagon top 7}¢ in. high above 
barrel of boiler. The latter is 3 ft. 9 in. in diameter and has 
130 2 in. tubes 10 ft. 6 in. long. The boiler is all made of 
Otis steel ,5; in. thick, excepting the fire-box shell, which is 
8¢ in. thick. 

The engine is intended to burn either wood or bituminous 
coal. If the latter is used, better results would probably be 
obtained if the boiler was larger. It may be set down as an 
axiom in locomotive construction, that within the limits of 
weight and space to which this part of a locomotive must be 
confined, it is impossible to get a boiler which will be too 
large, so that the general advice might be given to those who 
design locomotives, always make the boiler as big as you can. 

There is, however, one weak point in the boiler which 








we take occasion to point out, although it is not a 
defect which is specially marked in this engine, because it 
exists in a very large proportion of the locomotives in this | 
country. We refer to the weakness of the shell of the fire- | 
box caused by cutting the opening for the dome. On this| 
engine the dome is 24 in. in diameter, and the opening cut in 
the shell of the fire-box for the base of the dome is about 
231 in. in diameter, as shown in fig. 2. No means are pro- 
vided for strengthening the shell at this point, although 
there are doubtless braces which are not shown in the draw- 
ing. Some of the builders of locomotives now flange the 
shell upwards around the opening, fig. 3, which adds to 
the strength, but even then the shell is much weaker at this 
point than it would be if no hole were cut in it. If any one 
should take a narrow chisel and cut a longitudinal groove 
2314 in. long on the top of and nearly through one of the 
plates which form the waist or barrel of the boiler, almost 
any master mechanic would say at a glance that it would be 
extremely dangerous. Yet at the base of the dome there is 
nearly always an opening cut entirely through the plate, 





and this weakens the shell at that point more than the | 
groove would, although some attempts are always made to | 
strengthen it with braces. 

In Europe it is now customary to rivet a strong iron ring 
around this opening, either on the under side of the plate as | 
shown in fig. 4, or it is riveted around the inside of the | 
dome as shown in fig. 5. It is somewhat remarkable that | 
this improvement has been so slow to be introduced here. | 

The drawing was made by Mr. E. Haug, and is a good 
piece of work. 

Mr. Fleming has also sent a tracing of a boiler built at 
Jackson, Tenn., which has some peculiarities. The crown- 
sheet instead of being flat is made arched, as shown in fig. 6. 
It is then braced to the shell, asshown. This form of con- 
struction diminishes the number of tubes which can be put 
into the boiler, but increases the volume of water over the 
crown-sheet aad thus doubtless improves the circulation. 
This boiler is also made of steel. The fire-box shell at the 
base of the dome is flanged upward as shown in fig 3. The 
addition of a ring similar to that shown in fig. 4 would 
at least do no harm and would add to the strength of a very 
weak and dangerous part of all boilers. 





The Standard Oil Company. 


A correspondent of the Pittsburgh Telegraph writes of this 
company as follows: 


Rumors are floating about in oil circles that the defection 
of H. L. Taylor & Co., from the Standard Oil Company, 
will shortly be followed by the withdrawal of another firm 
operating in New York in the interest of the t a % 
and hitherto closely associated with it. cause of the 
trouble is the same that led to the retirement of Taylor & 
Co.: a refusal to make a fair division of the spoils. The great 
aggregation, known as the Standard, has in reality no defi- 
nite and legal organization. It is simply a pool of various 





interests, preéminent in different its of the oil 
trade in erent localities, and con in its vast opera- 
tions by mutual consent and understanding. This latter fact 


explains why in the articles of t 
Taylor & Co. and Rockefeller, Flagler and. hase, anthing 
whatever is said about sharing the profits ing from the 
neral operations. Similar articles of ~ 4 bind the 
erent firms and corporations together in all the business 
operations that —— on the surface, while it is mutually 
understood that the money received as drawbacks, rebates 
-_ — inant pulation sg the mee ‘kets shall go into a pool 

no legal o: ion or 

for distribution to sae Sd ereee: 
ducting this business 





through his receives 
as a commission for procuring the trade the sum of 82 


per barrel, and sometimes more. This paid 
over to the person =~ oe ae 
who in turn jis expected to make division ‘and | 


distribution on a basis which is generally un-| suit which is to be begun in New York isa stab in another 


derstood, but not written, among the various organizations 
to the association. The firms and corporations, | 
is arrangement, are as follows: The Stan 

. ras Clevelan: 
anufacturing Com 

the Standard Oil Company, of gheny County, Pa.; the 

pany, Warden, Frew Co., Lockhard 

. Taylor & Co., J. 


contributi 
Bil Comp. 
mpan 
the Devoe 
Anchor Oil Com 


Frew & Co., H. T 


the Imperial Re 
. the Acme 


ot 


A. Bostwick & Co. 


Charles Pratt & Co.; the Producers’ Consolidated Land & 
Petroleum Company, the Camden Oil Company, of Balti- 


| more; the United Pipe Lines, the 


Trans 
ican 


rtation Company, the Empire 
ransfer Company, the Union Tank line of cars and the | vious number: 


Reaire Line, the 


Empire 


ipe Lines, the Amer- 


Green line of cars. It is currently stated and believed by 


those who have good opportunities of knowi 
accruing to the pool last year amoun 


rofits 


that the : . 
+ ce ie issue of the 7th inst., I would ask vn to give me 


13,000,000, but where it has all gone to is not quite clear. exp 
Taylor & Co. did not receive any of it, and bring suit to chusetts Railroad Commissioners, or to controvert an 


_ recover $2,500,000, claiming after a Receiver is appointed | that has been said in The Public. 


part, but directed the same way, and by the time the courts 
aaa the showing asked in the bill in equity, there will be 
nothing left of the greatest trade association ever formed in 


Company, | America. It seems to be the old story over again. There is 
Company, 


| always a quarrel over the division of ill-gotten gains. 


Mr. Charles Francis Adams, Jr., on Railroad Com- 
binations. 


To The Public of last week Mr. Adams contributed the 
following letter in reply to an article by the editor in a pre- 





|. Referring to the article entitled ‘‘ Railroad Pools” in ag 
space 
do not, of course, desire 


say a few words on the subject. 
lain anything in the recent report of the Massa- 


| either to 


The subject is, however, 


they will show by direct evidence that they went into the | i ‘ i f 
fo undesnlandlig thes ware to have & which would one of great importance, and stands in very pressing need o} 
ve amounted since 1874 to this sum. The stockholders of 





the Standard Oil Company of this county received last year 
a dividend of 20 per cent. on a capital stock of only $250,- 
000. The firm in New York, which, it is said, has broken 
away and will soon bring suit, is not satisfied with what it 
got and so there is every reason to believe that the initial 
step taken by H. L. Taylor & Co.,in the Butler County 
Courts will, if successful, bring out all the hidden secrets of 


mutual recriminations. 
Mr. John D. Rockefeller is the acknowledged head and 














Fig. 6. 


pe yo and make such discoveries even to persons inter- 
| ested and a part of the association, that there will be a gen- 
|eral scramble, each one for his own proper share, and the 
| great Standard monopoly will dissolve away under the 


front of the pool, and the mainspring which movesit. He is 


a man of about thirty-six 


in build, with a 
be looked 


and force of character. 


of reddish hue, cli 
narrow whiskers 


nance is immovable, except when 


expressive enough. 


ears of 


, tall, and rather 


ht 


hi but a face which would hardly 


He wears a thic' 
close at the en 
-way down each cheek. His 
He is very re 


ently. 


for on a man of such wonderful executive ability 
heavy moustache 
and closely-cut, 


counte- 


, when it be- 
it, however, ex- 


e began 


~~ when conversing with friends on social ge he 
the 


pointedly and well, and at times el 
refini usiness in a small way in 
with a Mr. Andrews, who after 


= time 


in part- 
retired to | law, by conditions of 


| discussion, and I do not just now know of any better way of 
hoy it than through the columns of papers like The 
} LOLLC, 
| It is discouraging to see how little real progress this rail- 
| road debate es; how slow the popular mind is in realiz- 
jing the very ——- character of the two horns of the 
dimes which begin to present themselves through it. For 
myself I see no escape from them, and. yet there is not a 
single paper which I read where the fact that any dilemma 
at all exists seems to be For the railroad inter- 
ests of this country it appears to me to be now a very simple 
question between a quite general and equally permanent 
bankruptcy, or a legalized combination. Ido not see how 
the present condition of affairs can last. Our railroads, it. 
is to be remembered, are not like those of England or France. 
In those countries the great corporations have appropriated 
districts to themselves in which they work as reco; 
monopolies, held in restraint by force of law and the pres- 
sure of public opinion—chiefly the last. Our great corpora- 
tions not only hold no such ——_, but, instead of working 
toward it, they are perceptibly diverging from it. They re- 
semble nothing so much as a mass of eels ina tub. Twining 
in and out among each other, they all reach Boston, New 
York, Philadelphia and Baltimore in the East, and —-, 
St. Louis and Cincinnati at the West. Thus the competition 
is the whole time becoming more pervading and less controlla- 
ble; and, in the train of this unrestric competition nec- 
essarily follows a conceivable form of railroad dis- 
crimination. A city finds its business leaving it and going 
elsewhere. New York, even, is complaining bitterly of thi 
to-day. Its board of trade fiercely denounces its railroad 
corporations for not re it—its business firms appeal 
to the legislatures nod » co oners for assistance. The cor- 
poration —— replies that it is but charging the regular and 
very reasonable rates; the difficulty is that other corpora- 
tions are doing business to other points at a ruinous loss, 
They are bankrupts, those other corporations, or rushing 
into bankruptcy;—are they to drag the whole system after 
them? Undoubtedly they will, unless some one is disccrimi- 
nated against. There is an unpleasant logic in this reply. 
Such is the alternative. On the one side competition; on 
the other combination. Uncontrollable competition leads di- 
rectly and inevitably to unbearable injustice in the way of 
discrimination; to what New York is now crying out 
against. Voluntary combination is so difficult as to be prac- 
tically out of the question, except on so small a com 


tive 
scale as to result in discrimination a little 1 r and a little 
more odious. This also is now exempli case of 


New York; just two years ago it was exemplified in the case 


of Chi ; 

The difficulty seems to be that all the parties to the situa- 
tion are thoroughly illogical. The _— calmly asks for an 
impossibility, and expects apparently some day to it. It 
wants a contin railroad war and cutting of rates; 

et rates must be equable, and no one must be c! 

n any one else. The thing is out of the question. The 
vaitroads, on the other hand, try to combine, and yet will 
not surrender one iota of independence. They do not want 
to compete, but they will submit to no external restraint. 

Does any one who observes and thinks suppose that this 
sort of thing can be permanent/—That such an —— illog- 
ical re of affairs can be of long continuance? If they 
do, I fancy that the logic of events will soon or late disabuse 
them of the idea through a most ble process of its 
own. Bankruptcy will not help the matter, however. If 
all the trunk lines were to collapse into one great financial 
ruin to-morrow, the competition would only go on fiercer 
than ever the day after; and the consequent discriminations 
would be greater, and the injustice of unequal rates harder to 
be borne. The remedy must clearly be sought in another 
direction. If in this country we are ets A the incalcul- 
able advantage of steady, equable, moderate rates for land 
a which can be ted on in advance, as a 
fixed element in every business transaction—if we are to 
have these, the first step toward getting them will be found 
in the abandonment by the public of implicit reliance on 
an uncontrolled and uncontrollable railroad competition. 
At the same time that the public abandons this the corpora- 
tions must bring themselves to surrender their darling but 
costly independence, and submit to the restraint of law. I 
do not see any other outlet, but both Te have got yet to 
learn a great deal before they accept it. 

In your article of the 7th, you suggest ey! difficul- 
ties in the way of the solution here suggested. The discussion 
however, has not yet reached points of detail. These 
settle themselves as they arise, if the fundamental principles 
are sound; if they are not sound, the difficulties of detail 
will prove insuperable. No theory or pretty ideal plan is 
now proposed by Mr. Fink or any one else. The question 
simply is as to the direction in which events and uences 
beyond control are driving. On what shore are we going to 
bring up? To make this out, we have got, in the first place, 
to clear our minds of an immense amount of cant which 
hangs round such words as competition and combination and 
monopoly. We have yet to realias that under certain con- 
ditions competition does and will work great hardship; that 
under certain safeguards combinations may be be A good 

; and that a er well regulated, whether by 
le, or by force of public — 
is not necessarily an evil. To develop these ideas is im- 
mediate work. , As to whether the railroad corpora 
now ready to accept the situation and to secure immunity 
from wars of rates at the price ne have to pay el 
it—on this point I entertain no dou! I have already I 
— ital it ie tee setbeet itself, In the end 
pital, it is su ways . in the 
undoubtedly it does; but it learns to do it failure, 
and very costly failure. In the present case the railroads 
dozen years been tossed about from com- 
petitions which could not be controlled to combinations 
which could not be made effective. If they learn at all it is 
very slowly, and it is who will have to take the initia- 


tive. After they are to immunity from wars of 
Sunes ab the yoite 6f eukanlanton 00 restraints of law and 


and 
more 


public opinion ; rn ee te have to be educated 
w to making the concessions. ta thay who muust be the peti- 
thoners. they appear as such, and not before, it will 
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be time to consider points of details on behalf of the public. | There is no room here for a petty pride of opinion. To| CONNECTION BETWEEN COLUMNS AND GIRDERS. 

The result, as far as can now be foreseen would be, as you! whatever destination we come we are going tobedriven| The cross girders shall be securely fastened to the head of 
say, a legalized confederation of railroads with power to there by forces quite beyond the power of law to control. | the columns and to the longitudinal girders, in such manner 
enforce its decrees on its own members, but existing in the| The great thing is to have as much intelligent discussion as| as may be required. The intermediate cross girders, track 
full light of publicity and amenable to the proper tribunals. | possible to aid developments; and as few legislative blunders | stringers, and all other parts, and their fastenings, to be the 
Pe A. —— bane myself, and of the bog I may here- | as possible to ooo and soaner . In + —s we _ same as in Sixth avenue. 

ore have advanced. This case is a matter, the importance | pretty sure to have enough of the latter. ,_ however, the ~ ce Bi i : - 

of which it would not be easy to underestimate, yet both | railroad problem is to travel over the road Mr. Fink has | Next week we will give engravings showing the method 
The Public and The Tribune, in discussing this question of | pointed out, let us have that road as free from obstructions of erecting the structure. 
pooling, incidentally and perfectly fairly, have referred to | as circumstances and sound judgment will permit. = ——= 





i = 














the abandonment now by me of views whichI formerly | | 7 hee * 

entertained. The criticism is perfectly just. It does not, : : | Sontributions. 

however, affect the main issue at all. You seem, in this mat- | The Gilbert Elevated Railway. 

ter, to confound the end of our journey with the road we are The Amendment to the New Jersey Railroad Law. 


to follow. About the end—the final destination to which all | Ii. | 
this is coming—I never yet have seen any — reason to} This week we give engravings of the portion of the Gilbert) To THE Eprror OF THE RAILROAD GAZETTE: 
8 


cae th odiumatente pee Ar he po + neg | road on South Fifth avenue. It will be seen thatitresem-| Your article of Feb. 22, relating to ‘‘the New Jersey Leg- 
had occasion to deliver on this “ railroad problem,” I stated | bles that on Sixth avenue, but the posts are placed on the | islature having passed an amendment to the general railroad 


the propositions quite as broadly as I should have done; I | curb stones and the cross girders span the whole width of the law, which is intended to prevent the formation of ‘ wild- 


GILBERT ELEVATED RAILWAY, SOUTH FIFTH AVENUE, NEW YORK. 
Constructed by The Edgemoor Iron Company. 
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F ige 23. 
then said: ‘‘of one thing I only feel convinced, and that is, | carriage way. The following are the general specifications | cat’ companies not really intending to build their projected 
rah ge cls A over fealty Oy detitutieg 5 share in ottee | of this part of the structure: lines,” does not cover the real intention of the amendment,, 
of them, in this generation or in the next, some how or in some | COLUMNS. | or expose the ex post facto legislation. ‘‘The Philadelphia 


way, the Government and the concentrated railroad system | The columns shall be of the same dimensions as those now & Cape May Short Line Railway Company” was fully and 
of the future must and will come together.” I think so still; | set up in this avenue, placed on the sidewalks, the width of duly organized under the general railroad law, complying 


and in thinking so merely repeat ideas familiar to every | the street being about thirty-eight feet six inches. The _. = +s : 
bees a4 ee ae As to the road by which we are pA | section ne column shall’ contain not less than twenty ee peed re — Fs epee © eigen yas On a8 
reach this result that is another matter. A few vears ago I square inches. such en into contract for the building and equiping of 
o— ipostate wf hie a Saeem aap tg — LONGITUDINAL GIRDERS. their railway. Fully one-third of the right of way has been 
Pamerlr rte, ana vate roads competing side by sde; | There shall be two longitudinal girders made and erected btained, from seven to tan miles graded, and line located 
that road. Still we contin lly ~ Dp h the dest ~ tg nf each span, and of the same dimensions as in Sixth ave- ris — ee Ss a Do length, and the company 
private corporations “pool,” and combine and concen- } ree from debt. But i ilt it might become a competing 
trate, forced onward by a mere force of circumstances. Mr. | CROsS GIRDERS. line with the West Jersey Railroad, which is owned by the 


Fink says that this is the road. His knowledge of the system The cross girders at the columns shall mnsylvania Railroad This endm: 
is clearer, and his head clearer, than is the case with any long, and aieeh three feet six inches dee “% The top ani bot. i ? R tay 7 mbna 
other man I know of connected with the railroad system. I tom chords shall consist of two angles four inches by four *Toduced in the Senate by W. A. Sewell, Superintendent of 
noe oan ble prey wions, a ve to me he may be inches by: half an inch, onl. ® plato sixteen inches wide and the West Jersey road, in his capacity of Senator from 
i of legislation is wrong, and fo eet long, re-enforce y plates as may be required. care’ rusal i 
must go to pieces. We have got to come back to a Telance The web shall Consist of two Be A quarter of an inch thick, pope — v- a - veo tii 3 om agehpser 
on publicity and the force of public opinion. In any event and shall be stiffened at intervals by angles three inches by said act will show its real intention as well as the ex post 
the question is one with which consistency has nothing to do. | three inches by half an inch, placed vertically. ~ | facto legislation. It is as follows: “Provided that the 
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articles of association heretofore filed in the office of the Sec- | 
retary of State, pursuant to the terms of the act to which | 
this act is amendatory, by any corporation which shall not 
at the date of the passage of this act have fully completed at 
least three miles of their proposed railroad, as located and 
filed in the office of the Secretary of State, shall be absolutely | 
null and void, and of no effect whatsoever, and the corporate 
powers vested in such corporation by the filing of such 
articles shall become extinct, and such corporation shall 
become ipso facto dissolved, unless such corporation shall, 
within twenty days after the passage of this act, fully 
comply with the terms thereof; provided, nevertheless, 
that such corporations organized under the act to which 
this is amendatory, as shall have completed at the date 
of the passage of thisact more than three miles of their | 
said railroad as originally located, shall continue to exist for 
the sole purpose of maintaining and operating the said com- 
pleted portion of their said railroad, and of exercising all 
the powers and franchises necessary to the maintenance 
and operation thereof, but for no other purpose whatsoever 
without complying with the requirements of this act.” 
Query: Was this New Jersey Legislature, when it passed 
this ex post facto bill, owned and controlled by the Pennsyl- | 
vania Railroad Company / And whether so, owned or not, | 
can such legislation be made legal and prevent the building 
of a railroad by a corporation having a legal existence and 
having complied with all the requirements of law prior to 
the enactment of this ex post factolaw? Please give your 
views, and oblige A SUBSCRIBER. 


Signals. 





To THE EDITOR OF THE RAILROAD GAZETTE: 

Your recent editorial on “‘ Railroad Signals,” in which ap- 
pears a quotation from Engineering, seems to be a word 
‘‘ fitly spoken,” as was so ably attested in your last impres- 
sion by Mr. Goodwin, but it is thought if he had put in prac- | 
tice what is so persistently urged, the “necessity” for the 
foot-note might not have ‘ existed” at the expense of simpli- 
city and positiveness, and you might have found room for a | 
reprint of his paper or further extracts from Engineering, 
when it was stated that the first consideration was the need 
of a means by which the normal (danger) position of the sig- 
nal shall be fully secured under adverse circumstances, 
whether these circumstances take rise in natural or in me- 
chanical causes, and in connection with this consideration, 
that the arm itself must be weighted, so that it shall indicate 
danger. 

Now will the Gazette please inform its readers, and En- 


gineering also, that the important “first subject of consider- | 


ation” has been in operation for some time on a near-by road; 
that the arm by its own weight and independent of any 
lever attached to a rod in connexion with it, and that no 
multiplying arrangement had | een required, as the normal 


position in fact as well as technically is at danger by the ac- | 


tion of gravity, which is inherent, so that if any connection 
between the arm itself and the lever by which an “ All 
Right” signal is given, should break, the danger signal obtains, 
‘“‘quite independent of the weighted lever.” Again, as to 
what constitutes the ‘“‘ Clear” signal: the suggestion made in 
Engineering, Dec. 28, viz.: that ‘‘it should be a visible sig- 
nal and not the absence of a signal,” was put in operation a 
year previous, and the conclusions arrived at by the editor 
of Engineering have obtained since that time and with con- 
siderable satisfaction, although not through the efforts of 
either the New York Central or Pennsylvania Railroad. 
FEB. 21, 1878. S. H. Fincu. 


The Depreciation of Cars. 





CoLumBvs & HockKInG VALLEY RAILROAD, } 
Co_umsvs, O., Feb. 25, 1878. { 
To THE EprroR OF THE RAILROAD GAZETTE: 

I have not noticed any artic!e in your paper that seems to 
me correct on the subject of what one party should pay 
when they destroy a car belonging to another party, except 
for about the first two anda half years after the car is put 
into service. The depreciation illustrated by figures and di- 
agrams published in your paper is, I think, a fair illustration 
of what a car costs the owner to maintain it, and what the 
owner should be paid for the car by any company destroy- 
ing the car, any time before general repairs are begun; but 
after that it certainly is not correct to suppose depreciation 
will go on, as that idea does not admit of check on deprecia- 
tion by maintenance. I think after acar has been in service 
say a year, it has depreciated say 10 per cent. It should never 
be allowed to depreciate more than 25 per cent., and I think 
cannot be maintained nearer than within about 10 per cent. 
of value of a new car. I claim that if car equipment is main- 
tained in proper condition, it is worth on an average 83 per 
cent. of cost of new equipment for all time. 
in the settling of such claims as the one in question, and I 
would dislike to have plans adopted that I would be com- 
pelled to take exceptions to. 


G. R. Carr, Superintendent. 





Transportation in Congress. 
In the Senate, on the 21st: 
Mr. Chaffee, of Colorado, submitted amendm 
bill heretofore introduced by him desler of the aa 
isg of the fifteenth section of the act of 
of July 1, 1862, so as to authorize the President of ,the 
Uni States to appoint, by —_ Ante 4 the advice and consent 


of the Senate, a person skill managemen - 
roads, to be styled the Pacific Bek. 





duty it shall be from time to time to establish rules and reg- 
ulations (subject to the approval of the of the In- 


terior) to govern the operation and use of the several roads | that 


of the Union Pacific Railroad Com; and the branch 
companies, and secure to the public and Government all the 


advantages of communication, travel, and transportation as 


| continuous line. 


| visions of this act shall be deemed guilty of a mi 
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stipulated and defined in the several acts of Congress relat- | 4. Weare of the opinion that placing an additional engine 


ing to the operation and use of said roads as one connected 
The compensation of such Commissioner is | 


not mentioned, a blank being left to be filled hereafter. Or- 


| dered printed. 


In the House, on the 21st: 

Mr. House, of Tennessee, from the Pacific Railroad Com- 
mittee, reported a bill in reference to the Texas & Pacific 
Railroad. Ordered to be printed and recommitted. 

Mr: Morrison, of Illinois, presented the views of the mi- 
nority. Same order. 

In the Senate, on the 25th: 


Mr. Booth, of California, from the Committee on Public 
Lands, reported, with amendment, the Senate bill to declare | 
certain lands granted in aid of the construction of the Pa- 
cific Railroad by the act of July 1, 1862, and July 2, 1864, 
subject to taxation. Placed on the calendar. 

r. Plumb, of Kansas submitted a preamble and resolu- 


| tion directing the Secretary of the Interior to inquire of the 


Government directors of the Union Pacific road what secur- 
ities the company holds for its aid to the Colorado Central, 
the Utah Central, the Utah Southern, and the Republican 
Valley railroads, and for other information. Ordered that 
it be printed. 


Mr. Plumb, of Kansas, introduced a bill supplemental to | 


the several acts relating to the Union Pacific Railroad and its 
branches, which provides that no 
the office of director of the Union Pacific Railroad Company 
who is or may become an officer or director in any of its 
branches, or in any railroad company whose roads connect 
with the Union Pacific Railroad or its branches. The direc- 
tor, when elected, is to file affidavits of the above character 
with the Secretary of the Interior, and if he afterward shall 
become a director in any company, shall cease to be a direc- 


_ tor of the Union Pacific Railroad until the disqualification is 


removed. It shall not be lawful for the Union Pacific Rail- 
road to consolidate with or to lease or operate the road of any 
other company, or to divert its funds or lend its credit in aid 


| of any other company or of any individual; nor shall the 


Union Pacific Company take, hold or deal in bonds, stocks, 
or other corporate property of any oe or individual, 
and all such bonds and stocks now held by the Union Pacific 


| Company shall be converted into money without unreasona- 


ble delay. Any director of said company oe the pro- 
emeanor, 


, and upon conviction in a District Court for a district in which 


any partof the Union Pacific Railroad is situated, he shall be 
fined not less than $1,000 nor more than $10,000, and be im- 
prisoned not less than three months nor more than one year. 
Mr. Voorhees, of Indiana, called up the resolution submit- 
ted by him on the 14th inst., in regard to the inquiry 
whether certain railroad companies have issued bondsof any 
kind predicated upon the conditional land grants of the In- 
dians of the Indian Territory. He accepted an amendment 
| which had been offered by Mr. Dorsey, of Arkansas, con- 
|cerning the source of support of delegates at Washington 
| from tribes in the Territory, in order to have the resolution 
| pass and allow the inquiry to be made in regard to the issue 


|of bonds, upon the condition that certain legislation should 


| be had which would give the very heart of the Indian Terri- } 


| tory to three railroad corporations. These companies in 
some manner obtained such legislation in 1866 as would give 
| them great wealth, and he had been informed that they had 
| already demanded that patents be issued to them for. land in 
the Indian country. (The legislation of 1866 referred to is 
| the acts of the thirty-ninth Congress, approved respectively 
| July 25, 26 and 27, 1866, and entitled respectively, ‘ An act 
nting lands to the State of Kansas to aid in the construc- 
tion of the Kansas & Neosho Valley Railroad, and its exten- 
sion to Red River;” ‘‘ An act granting bonds to the State of 
| Kansas to aid in the construction of a Southern Branch of 
| the Union Pacific Railway and Telegraph from Fort Riley, 
| Kan., to Fort Smith, Ark.,” and “An act granting land to 
aid in the construction of a railroad and telegraph line from 
the States of Missouri and Arkansas to the Pacific coast.”] 

The amendment of Mr. Dorsey having been accepted, the 
resolution, as amended, was agreed to, and, on motion of 
Mr. Voorhees, the Committee on Territories was instructed 
to make the inquiry. 

Mr. Fuller, of Indiana, from the Committee on Public 
Buildings and Grounds, reported back the bill to forfeit cer- 
tain public lands granted to aid in the construction of certain 
railroads. Printed and recommitted. 

The Committee on Public Lands of the House of Represen- 
tatives has agreed to report favorably a bill forfeiting all 
land grants to the following-named rai Northern Pa- 
cific, Texas Pacific, Atlantic & Pacific, Oregon Central, 
Hastings & Dakota, St. Paul & Pacific (St. Vincent Exten- 
sion and Brainerd Branch), Wisconsin Central, North Wis- 
consin, Houghton & Ontonagon, Detroit & Milwaukee, Little 
Rock & Fort Smith, St. Louis & Iron Mountain, New Orleans, 
Baton Rouge & Vicksburg, North Louisiana and Texas, 
Florida & Gulf Central, Pensacola & Georgia, Alabama & 
Chattanooga, Coosa & Chattan , Mobile and Girard, 
Coosa & Tennessee, Alabama & Florida and Gulf & Ship 
Island. It is estimated that this bill if passed will restore to 
the public domain about one hun million acres of land. 
In most of these cases the conditions of the grants have not 
—_ complied with, but the lands are still withheld from 
sale. 

Mr. Reagan, of Texas, has reported from the House Com- 
mittee on Commerce, a bill to prevent unjust discrimination 
by carriers, accompanied by an elaborate report in its fa- 
vor. Among other things the bill requires railroad compa- 
nies to keep their freight tariffs conspicuously posted in all 
depots, and prohibits any change in rates, except on five full 
days’ notice. 


Verdict of the Coroner’s Jury 
Bridge Accident. 








At the conclusion of the Coroner’s investigation into the 


| agreed upon a report or verdict, but the remaining four 
refused to sign it, and will present a minority report. Local 
papers commenting on the case report that some or all of the 

| dissenting jurors hold stock in the company. The majority 

| report, after rehearsing the evidence in the case, comes to the 
following conclusions: 


1. We are of the opinion that no blame or censure can be 
justly charged upon the conductor of the ill-fated train, or 
| any of those associated with and aiding him in running it; 
but, on the contrary, we have before us the most abundant 
| evidence of the constant carefulness and watchful solicitude 
| of Conductor Elmore, Su tendent Jones and their sub- 
ordinates on that even’ night. 
| 2. We have not the léast evidence to lead us to believe 
| that the bridge had been tampered with for the purpose of 
| aera See wale oe Sor amy ether purpens. 
| 3. We have not sufficient evidence to lead us to believe 
there was any derailment either of engines or cars; but, 


} 

| on the contrary, all were moving along smoothly, when a 
| sudden crash of’ the bridge was heard and felt, wih a dias 
, taneous sense of sinking. 


rson shall be eligible to | 


on the Tariffville | 


on the track in advance of the train, or the uniting and run- 
ning two engines together when deemed necessary, is not at 


| all censurable, but that, in the language of a witness of large 


experience and intelligence, ‘‘any bridge that would not 
carry two locomotives ought not to carry one.” 
5. We are of the opinion that, if the matérials of the 
bridge at the time pf its construction were of suitable quality, 
uantity and proportion to fulfill all of its requirements, 
they had, at the time of the disaster, become deteriorated; 
that the iron suspension rods, from being overstrained, or 
from some other cause, had lost their tensile and sustaining 
power: that the timber of the chords, from many years’ ex- 
| posure to the action of the elements, without covering or 
| paint, had become weakened by decay, to such an extent as 
|to render the bridge unsafe and unfit for the purpose for 
which it was constructed; and that the disaster was occa- 
| casioned by the heavy train passing over a bridge thus ren 
dered dangerously weak and defective. 

6. We therefore find that the responsibility of this sad dis 
saster largely rests upon the directors of the Connecticut 
Western Railroad Company, and that they are deserving of 
censure for allowing the use of a bridge for railroad pur- 

| poses after its materials had become defective to the point of 
danger: and for permitting so many years to pass without 
covering, strengthening and protecting the same, in such a 
manner as not to jeopardize human life. 
In conclusion: From this standpoint of disaster and of 
| death we present and declare that, in the construction and 
management of railways, it is time to take a new departure ; 
| that in their construction the eternal principles of nature's 
| laws should not be violated, and that, in their management 
| all, from the highest official to the lowest operative, should 
| at all times be held to a strict accountability; upon the di- 
| rectors especially rests a weight of responsibility which they 
| cannot shake off; they have assumed duties which they cannot 
shirk. These duties are not fully discharged by attending 
only to the financial affairs of the company. It should no 
longer ‘‘ be considered an interference on their part if they 
meddle with the doings of the superintendent in the manage- 
ment of the road, and offer something more than sugges- 
tions.” To them is committed the most sacred of all trusts— 
the freight of human life! For its safe transportion they 
should be held accountable; and this disaster should remind 
them that eternal vigilance is the price of safety. 


Rights of Railroad Mortgagees. 





Mr. Bayard’s bill ‘to authorize bondholders and other 
creditors of railroad corporations to elect receivers in suits 
in equity pending in the courts of the United States” ap- 
| pears to be an inadequate remedy for a flagrant wrong. The 

ee it imperfectly recognizes is just. Whena railroad 
is unable to pay the interest accrued upon its bonded debt, 
the holders of the mortgage in default are clearly entitled to 
choose the receiver under whose direction foreclosure and re- 
organization shall take place. At mh egne it often happens 
that their power in the premises is little more than nominal. 
In the majority of the cases that, have occurred since the 
sanic, the mortgagees have had little to do beyond acquiesc- 
ing in proceedings undertaken by the directors representin, 
shareholders whose interests are comparatively slight, and, 
in equity, should be subsidiary to those of the mortgagees. 
The directors have applied for the appointment of a receiver, 
have nominated one of themselves or of their business asso- 
ciates for the position, and having obtained judicial sanction, 
have contrived to secure for debts priority before the first 
lien, and to control the general adjustment of affairs. The 
bondholders have submitted to the injustice rather than en- 
ter upon tedious and costly litigation—providing for the pay- 
ment of obligations which could have no equitable standing 
as against a mortgage, and concurring in the exercise of an 
authority not necessarily in harmony with their own rights. 

Mr. Bayard proposes to correct one phase of this injustice. 
He makes the receiver elective by bondholders and other 
creditors. Why he provides for two receivers in the event 
of two classes of bondholders being in existence, ii is difficult 
toimagine. If their authority is to be concurrent, confusion 
may occur, and the rights of the holders of the first mort- 
gage may be interfered with seriously. If the intention is to 
give precedence to the receiver chosen by the first mort- 
gagees, the privilege extended to the second mortgagees and 
other creditors will be worth very little. Concerted action 
between the two classes may be possible, but it should be 
voluntary and without detriment to the prior rights of the 
first class. Otherwise Mr. Bayard’s bill impairs the rights of 
the first mortgage, already too widely discredited by the 
proceedings of courts and receivers. 

Apart from this defect, the bill falls far short of the re- 
quirements developed by experience, The status accorded 
to claims incurred su uent to the mortgage is one of the 
iniquities of judge-made law in connection with foreclosure 
proceedings. Indebtedness contracted by a receiver on ac- 
count of current expenses after his appointment is just 
enough; and when the receiver really eee the bond- 
holders, the risk from this source will be but nominal. It is 
monstrous, however, that directors should go on, td after 
year, accumulating floating debt that shall practically out- 
rank a mortgage which on its face has precedence over 
everything. Until this wrong be corrected the value of the 

»rotection which the Delaware Senator seeks to give to the 
lonthaléer will be comparatively small. The scandal where- 
| by foreign mortgagees have been robbed of the controllin, 

»wer to which they are properly entitled may be arrested 
Put the liability to ogeirmente the mortgage security will 
continue. 

Another obvious want is overlooked. Equity requires not 
only that mortgage security shall be absolute as against all 
| other debts incurred previous to foreclosure, but that the 
| Means of enforcing the claim shall be uniform and simple. 
| A single mortgage on one piece of corporate property should 
| admit of enforcement by a single suit. This is now possible 
| only when the road is wholly within the limits of one State. 
When the road runs through or into two or more States, and 





I am interested | Tariffville bridge accident, eight members of the jury | the mortgage covers the entire line, foreclosure involves sep- 


arate proceedings in each State, and is subject to the distinct 

laws of each. ifferences of form and differences of juris- 

diction may not amount to a denial of justice, but they are 

attended with delays, es and costs, which are in 
all instances vexatious, and which forei creditors are not 
ae to confound with trickery and intentional injus- 
| tice. 


If our railroad mortgages are to be restored to favor 
among foreign investors, or if they are to constitute that ab- 
* solute security which cautious investors at home will for a 
time exact, both of these points must receive the attention 
which Mr. Bayard does not in this bill give them, When the 
magnitude of the railroad interest compels the Federal Gov- 
|ernment to deal with it yet more comprehensively, other 
| amendments may be ho for to which local le tion is 
| evidently unequal. The maintenance of some safe ratio be- 
| tween the borrowing capacity of a company and its actual 
| share capital would prevent much recklessness and suffering ; 
| while the admission to the governing body of a company of 
some representation of its bonded debt would give to capital 
a guarantee the recurrence of wrongs which in this 
country it has hitherto been unable to avert.—New York 
| Times, Feb. 26. 
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Master Mechanics’ Association—Circular of Inquiry. 


GAZETTE. 


RAILROAD EARNINGS IN JANUARY. 


{Marcy 1, 1878 





The Committee on Locomotive tests have issued the fol- — 
lowing circular: | 

At the last annual convention of the American Railway | 
Master Mechanics’ Association, held in St. Louis, the Com- | 
mittee on Locomotive Tests was re-appointed to report on the | 





same subject for the present year. 
fully solicit replies to the following questions: 


| 

i. Have you made comparative tests with the eight-wheel 
mogul, ten-wheel or consolidation engines, and which, in | 
your experience, is best adapted for general freight service ¢ 
2. Please furnish statement of tests as to number of cars | 
hauled by each class; give weight and dimensions of each 
kind of locomotives; pressure carried; kind and quantity | 


fuel consumed; miles run; kind of exhaust, single, double or 
variable; diameter nozzle; condition of road, grades, curves, 
etc. 
3. Please give results of any tests of a general character 
that will be of interest and value to the Association. , 
The Committee respectfully request the members to give 


the Association the benefit of their experience relative to the | 


above subject. A blank form is here appended in which the 
weight and dimensions of engine can 
tered. Very respectfully, 
Wm. Wooncocn, Master Mechanic, C. R. R. of N. J. 
S. A. Hopeman, Master Mechanic, P. W. & B. R. R. 
Davip CLARK, Master Mechanic, L. V. R. R. 
Committee. 
Please address your replies to Wm. Woodcock, Master 
Mechanic, Central Railroad of New Jersey, Elizabeth, N. J. 


®eneral Railroad Wews. 
MEETINGS AND ANNOUNCEMENTS. 


Meetings. 

Meetings will be held as follows: 

St. Louis, Kansas City & Northern, annual meeting, at 
the office in St. Louis, March 5, at 11 a. m. 

Cleveland, Columbus, Cincinnati & Indianapolis, annual 
meeting, at the office in Cleveland, O., March 6. 

Union Pacific, annual meeting, at the office in Boston, 
March 6, at 10 a. m. 

Pennsylvania, annual meeting, at Musical Fund Hall, 
Philadelphia, March 12, at 10 a. m. 


Jar Accountants’ Association Circular. 


conveniently en- 





The following circular is addressed to members of the Car | 


Accountants’ Association: 

At the second annual meeting of the Car Accountants’ As- 
sociation, held at Indianapolis, Ind., April 18, 1877, the un- 
dersigned were appointed as committee to prepare subjects 
for discussion at the next meeting, which will be held in 
New York, April 26, 1878. 

You are solicited to send any suggestions within the scope 
ae in the .<o— of this committee, before 
April 19, 1878, to H. F. Woodward, Northern Central Rail- 
way, Elmira, New York. . 

It is hoped that those having subjects to present for dis- 
cussion at the Convention, may not postpone forwarding the 
same as above, expecting to & present at the Convention, 
but forward them as per address given, so that topics may 
be systematically arranged, and, we believe, the work of the 
Convention thereby expedited. 

H. F. Woopwarp, 
Northern Central Railway. 
GEORGE STEPHENS, 
Philadelphia, Wilmington & Baltimore Railroad. 
E. MatTrHEws, 
Chicago, Burlington & Quincy Railroad. 
Committee. 


ELECTIONS AND APPOINTMENTS. 





Boston Society of Civil Engineers.—The officers for 1877- 


‘78 are: Thomas Doane, President, No. 21 City square, Bos- 


ton; Joseph P. Davis, Vice-President, City Hall; George S. | 


tice, Secretary, No. 74 Tremont street; Clemens Herschel, 
Treasurer, No. 66 State street; Edward K. Clark, Librarian, 
Brookline, Mass. 

Chicago, Rock Island & Pacific.~—Capt. H. C. Golden has 
been aa General Agent at Atchison, Kan., in place of 
Maj. H. J. Gleason, who was recently transferred to the 
Chicago agency. 

Consolidation Coal Company.—At the annual meeting in 
Baltimore, Feb. 20, the following were chosen: President, 
Charles F. Meyer; Directors, Gallowa, Cheston, William F. 
Burns, William F. Frick, John Gregg, William Donnell, Rob- 
ert Garrett, Decatur H. Miller, Baltimore; William White- 
wright, David W. Bishop, George B. Warren, Jr., New York. 
There is no change from last year. The company owns the 
Cumberland & Pennsylvania Railroad. 

Housatonic.—At_ the annual meeting in Bridgeport, 
Conn., Feb. 22, the old board was re-elected as follows: 
David 8. Draper, Great Barrington, Mass.: Wm. H. 
Barnum, Lime Rock, Conn.; George W. Peet, Falls 
Village, Conn.; <A.” B. Mygatt, New Milford, Conn.; 
Horace Nichols, Wm. D. Bishop, Bridgeport, Conn.; 
H. §S. Leavitt, Charles A. Peck, Samuel Willets. 
New York, The board_re-elected Wm. H. Barnum, Presi- 
dent; David S. Draper, Vice-President; C. K. Averill, Secre- 
tary and Treasurer. Mr. N. M. Brown, late Assistant Su- 


an was appointed Superintendent, in place of H. | 


V. Franklin, deceased. 


Lawrence.—At the annual meeting in Pittsburgh, Feb. 23 
the following directors were chosen: Thomas D. Messler, 
Geo. W. Cass, J. N. McCullough, Jno. B. Jackson, Pitts- 
burgh; A. L. Crawford, R. W. Cunningham, New Castle, 
Pa.; W. R. Parmalee, Cleveland, O. Subeequently Thomas 
D. Messler was elected President, and F. M. Hutchinson, 
Secretary and Treasurer. The road is leased to the Pennsy]- 
vania Company. 2 

Lehigh Coal & Navigation.—At the annual meeting in 
Sg se Feb. 26, the following were chosen: President, 
E. W. Clark; Managers, Francis R Cope, Francis C. Yarn- 
all, Fisher Havard, Charles Parrish, Charles Wheeler, George 
Whitney, John Leisenring, James M. Willcox, Edward 
Lewis, T. Charlton Henry, » es Brown. 


Louisville & Nashville.—Mr. August Schaeffer is appointed 
Master Mechanic of the Second Division, Main Stem and 
Clarksville: Division, including the stations of Erin and 
Paris. with headquarters at Bowling Green, Ky., appoint- 
ment to take effect March 1. 

New Mexico & Southern Pacific.—The officers of this com- 
pany are as follows: President, W. B. Strong, Topeka, Kan. ; 

ice-President, Miguel Otero, Santa Fe, N : re : 
Jefferson Raynolds, Las Vegas, N. M.; Treasurer, W. W. 
Griffin, Santa Fe, N.M. Mr. Strong is General Manager of 
the Atchison, Topeka & Santa Fe. 


Pennsylvania.—Mr. Gordon Meade has been appointed 
Resident Engineer for the Philadelphia & Erie Railro 
Division, with office at Renovo, Pa. 


Pittsburgh & Castle Shannon,—At the annual meeting in 


. “3 


e Committee respect- | 

















| M. D. Hays: Directors, Jas. Kerr, H. M. Rolfe, J. H. Ortman, 
John Jahn, H. Sellers McKee, John Adams, D. Ihmsen, W. 
| D. Mullen, Fred. Maul, E. Rohrkaste. 
| Siouw Valley.—The officers of this new company are: 
| President, J. A. Carpenter; Vice-President, J. S. Benedict; 
Secretary, John Falde; Treasurer, A. J. Warren; General 
| Superintendent, S. Grifford. Offices at Beloit, Iowa. 
| Standard Oil Co.—In the suit lately begun by H. L. Tay- 
| lor and others, the Butler County (Pa.) Circuit Court has 
| appointed Thomas McFarland, Receiver. Mr. McFarland 
| was formerly connected with the company. 
Texas & Pacific.—A new arrangement of the divisions on 
| this road has been made. Mr. J.8S. Noble isa —— Super- 
| intendent of the Transcontinental Division; Mr. E. Marsh is 
| Superintendent of the Jefferson Division, which will here- 
after include all of the Southern Division east of Marshall, 
| and Mr. C. Harris is appointed Acting Superintendent of the 
| Southern Division. 
| Waterloo & Magoy.—At the annual meeting in Magog, P. 
|Q., recently, the following directors were chosen: Ralph 
| Merry, E. T. Brooks, C. C. Colby, T. L. Hoyt, Wm. White, 
|G. C. Noble, G. T. Childs, J. O. D. Hatch, George G. Smith. 
|The board elected Ralph Merry President; E. T. Brooks, 
| Vice-President; C. C. Colby, Managing Director; A. H. 
| Moore, Secretary and Treasurer. 





~ 


company: President, C. F. Thompson, Brattleboro, Vt.; 
Vice-President, E. L. Waterman, Jamaica, Vt.; Clerk and 
Treasurer, J. A. Butler, Jamaica, Vt. 


PERSONAL. 


—Philadelphia dispatches state that Messrs. A. J. Derby- 
shire, N. Parker Shortridge and Josiah Bacon have resigned 
their positions as directors of the Pennsylvania Railroad 
Company. All three have served a long time on the board. 
| Their places will probably not be filled until the annual elec- 
tion, when it is reported that three New York men will be 
chosen to succeed them. 

—Mr. Joseph W. Alsop, for many years a prominent mer- 
chant in Middletown, Conn., and ‘afterward in New York, 
died at his residence in the latter city Feb. 26, at the age of 
74 years. He was the first President of the Ohio & Missis- 
sissippi Company, and was for several years, in connection 
with the late Wm. H. Aspinwall, Receiver of that road. He 
was also at one time a director of the Illinois Central, and 
| was one of the founders of the Pacific Mail Steamship Com- 
| pany and the Panama Railroad Company. 
| —The Springfield Republican of Feb. 27, says: “It is un- 
| dersteod that ex-Congressman Chester W. Chapin, of this 
| city, now in his 80th year, proposes soon to resign the presi- 
| dency of the Boston & Albany Railroad, which office he has 
| held since 1854, and to which he has just been handsomely 

re-elected. It is probable in the event of his resignation that 
| his successor will be Mr. D. Waldo Lincoln, of Worcester, 
| who has been Vice-President since 1867, and this would 
| seem to indicate that the policy of the present management 
| of the property will be continued. Mr. Chapin has certainly 
}earned the right to unload his great burden of business 
cares, carried these many years with such conspicuous fidel- 
ity and ability. He is one of the few remaining graduates 
of the stage-coach, he welcomed the era of the steamboat on 
our Connecticut River, invested in and grew with it, was a 
| leader in the local introduction of the railroad, and became 
| wealthy and famous with its development, until he will re- 
tire the veteran and leading railroad manager of New Eng- 
land. His is, indeed, an old-fashioned life in its achieve- 
ment, its length and its lessons.” 





| 
| 
} 
| 





THE SCRAP HEAP. 


Railroad Manufactures. 


The Barney & Smith Manufacturing Co., at Dayton, O., 
has completed a very convenient and well fitted pay car for 
the Columbus & Hocking Valley road. 

The Woodruff Sleeping Car Co. is building six parlor cars 
to be run on the Camden & Atlantic road next summer. 
| Werecently noted the purchase of the Milwaukee Iron 
| Co.’s property for $360,000 by the bondholders. Negotia- 

tions are now in progress for a transfer of the rolling mills 
| of the company at Milwaukee to the North Chicago Rolling 
| Mill Co. The proposition is for a consolidation of the com- 
| panies, a part of the business to be done at the Milwaukee 
| mills and part in Chicago. 
| The Wason Manufacturing Co., at Brightwood, Mass., is 
| building a number of open excursion cars for one of the 
Coney Island roads. 

Atkins Brothers, of Pottsville, Pa., last week shipped a 
‘portable railroad track 1}¢ miles long, ordered for the 
owner of one of the large sugar plantations in Cuba. Itis 
designed to be used in carrying the cane to the mills, instead 





| Pittsburgh, Feb. 19, the following were chosen: President, 


West River Valley.—The following are the officers of this | 











MILEAGE. | EARNINGS. EARNINGS PER MILE. 
NAME OF Roap. : — ~ — ~~ 
| | 
1878. 1877. Inc Dec|P.c.| 1878. 1877. Increase. | Decrease.| P. c. 1878. | 1877. Inc.| Dec. P.c. 
Seen. | 
Atchison, Top. & S. Fe. 786 «711 75..../10.5) $171,000, $134,864 $218; $190 $28)...... 14.7 
Burlington, Ced. Rapids } 

& Northern........... 424 368 56 ..../15.2 165,412 73,964 5 390 
Central Pacific .........| 1.878 1,632 246 ..../15.1) 1,125,000) 1,170,615 £ 599 
Chicago & Alton........ 678 SS PSS 316,711 351,608 i 467 
Chicago, Mil. & St. Paul, 1.414 1,402 12....| 0.9 706,000 375,553 : 499 
Cleveland, Mt. V. & Del. 157 eae Oe ee 29,156 2 se 186 
Dakota Southern....... 78 ESS a 14.534 d 186 
Denver & Rio Grande.. 304 269 35'..../13.0) 60,015 ‘ 197 
Detroit, Lans. & N orth fe | Ce Be 56,963 CE aa 24.9 306 
Grand Trunk.......... eS. ee eee Pe 854.113 eS 14.7, 615 
Great West. of Canada. 511 SA eer Fee 474,437 eee 59.0 928 
Hannibal & St. Joseph. 296 Se RS Pace ps ae |e. | i72 0.1 389 
Illinois Cen., Ill. lines... 819 707/112)....|15.8 464,258 dS ee 23.6 567 

- Iowa lines 402 A ee eae 128,422 | ee 37.6 319 
Ind., Bloom. & Western. 343 SE vccskacuchesies 120,318 28,150 0.5 351 
| International & Gt. Nor. 516 3 134,884; 174,013)... ....... 22.5 261 
| Kansas Pacific..... ... 673 198,640 18,400 0.2 295 
| Louisville & Nashville..| 967 490,000 9.9 507 
Michigan Central....... 804 543,878 17.2, 676 
| Missouri, Kan. & Tex...| 786 217,029 84 276 
| Missouri Pacific........ 426 eee ee) eee | 294,811 10.9; 692 
| Nashville, Chat. & St. L. 349 849341 «8 ..../ 2.3 177,806 18.2 509 
| Philadelphia & Erie....| 288 288)........|....| 220,496 5.2, 766 
| St. Joseph & Western.. 227 GG va ox leceatea a> 45,802 61.9 202 
| St. Louis, Alton & T. H. = - 
~ | (Belleville Line) ...... 71 TH cesslevecheeas 39,842 Ci) ere 11,528} 22.4; 561/| 
| St. Louis, Iron Mt. & So. 685 685)... 389,400 377,203 Co | ees 3.2 568 
| St. Louis, K. C. & Nor 530 Nv suclexvokoa ct 264,289 240,042 hj rere 499 
St. Louis & San Fran... SRB BBB) .. wef o00.)..5 97,542 ad EE EE 2,945) 2.9 297 
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of by the old process of ox and mule carts. This track, 
which contains over seven hundred pieces, is so fitted that it 
can be laid and relaid at any point necessary for use by the 
most inexperienced. 

The iron property of Lyon, Shorb & Co. in and near 
Tyrone, Pa., will be sold at trustee’s sale March 29. The sale 
will include the Tyrone Forge, Colerain Forge, Bald Eagle 
Furnace, Pennsylvania Furnace and nearly 40,000 acres of 
land, besides some lots in the borough of Tyrone. 

The Empire Car Works, at York, Pa., will soon start up on 
a large order for freight cars. 

The rolling mill of the Tennessee Iron & Steel Co., at 
Chattanooga, Tenn., starting in October, 1876, ran single 
turn until May, 1877. Up to that time the company’s orders 
were small, and the mill did not run steadily. Since May 
their orders have continuously kept them on double turn. 
They now have orders for a month ahead, which will keep 
their mill running double turn, and are preparing to add 
another heating furnace to their plant. The product is mer- 
chant bar, light T rails from 10 to 16-pounds weight per 
yard, rail splices for small and large rails, and steel. 

The Russian order for locomotives was _ on the books at 
the Baldwin Locomotive Works, in Philadelphia, Dec. 17, 
and the first engine was completed Jan. 11. The engines 
are now being loaded on the vessels which will deliver them 
at Koenigsberg. Mr. Wm. G. Neilson, formerly of the 
Standard Steel Works, goes out in charge of the engines. 

The Philadelphia & Reading Coal & Iron Co. has delivered 
from its mill at Reading, Pa., 2,000 tons of rails for the 
Madeira & Mamore road. Rails are also being made for the 
Reading and several other roads. 

The Philadelphia Times says: ‘‘A handsome locomotive, 
for exhibition at Paris, is being constructed at the Reading 
Railroad shops in Reading. T he locomotive will be about 
the same axt as the engine sent from the Reading shops to 
the Centennial Exhibition in 1876, with the exception of the 
newly-patented attachment for burning coal dirt and very 
| small pea coal.” 

The Pittsburgh Locomotive Works has an order for the 
Pittsburgh, Castle Shannon & Washington road. 

The Portland Company, at Portland, Me., has an order for 
two locomotives for the Rumford Falls & Buckfield road. 


Engineers’ Club of Philadelphia. 


This new organization is, we are informed, in a very 
promising condition. It was started last fall, has now 35 
members and is adding to that number at every meeting. It 
is limited to 50 members, as its present object is partly social 
and the meetings are held at the residences of the members 
on the first and third Saturday of each month. It promises 
to become too large to be entertained at private houses, and 
the question of a club room will be agitated at an early date. 
The present officers are: President, Lewis M. Haupt, Profes- 
sor of Civil Engineering at the University of Pennsylvania; 
Vice-President, Coleman Sellers; Secretary, Charles E. Bil- 
lin. There isa ‘Committee on Information” of five mem- 
bers, whose duties are indicated by the name. Several 
papers of interest have already been read and discussed at 
the meetings. 

An error crept into the brief report of one of the meetings 
which we published last week. It was there stated that Mr. 
George Buchanan, Jr., read a paper on the ‘Shaw Flexible 
Shafting.” It should read Mr George Burnham, Jr., and 
the Stow Flexible Shaft. 


Notes. 


The thorough-going, radical narrow-gauge man lives in 
Detroit, and he wants to calla general railroad convention 
to arrange for the immediate change of all the lines in the 
country to the narrow gauge. He is willing to make some 
allowance, however, for the few thousand standard-gauge 
engines and cars now in existence, and he would be satisfied 
with a third rail until they can be used up in local traffic. 

Chesapeake & Ohio is a sort of scape-goat in New Jersey 

| justnow. When a savings bank fails there it is sure to have 
a lot of Chesapeake & Ohio bonds among its assets, and, no 
matter what other bad investments they may have on their 
hands, the managers are sure to bow their heads and point 
dejectedly at Chesapeake & Ohio as the rock upon which 
their financial bark was wrecked. 

A railroad in Georgia having taken off its Sunday trains, 
a local editor declares that it was done to please the church- 
going people along the line. The trains ran so slowly that 
two-thirds of the sermon was lost before they got out of 
hearing. Another editor declares that the new time-table 
on the same road is arranged with a view to allowing the 
trainmen time for a friendly game of poker with the station 
agent at each stop. The trips now take so long that the 
trainmen have hardly any time at the end of the line, but 
they are said not to complain, for they have plenty of time 
to sleep, out on the road. 

There is one man down at the C., B. & Q. freight-house 
whose wife makes him shake himself before she will let him 
come inside the house, for fear he has bed-bugson him. He 
was handling some emigrants’ furniture the other day and 
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succeeded in transferring about a thousand from the bed- 

stead to his person, and now he has to stand at the front 
ate and tell what kind of freight he has been hand- 
ing all day before he can get within a hundred feet of his 

home.—Burlington Hawkeye. 

Woodruff Sleeping Car. 

The Woodruff Sleeping Car Co. is having four cars built 
by the Harlan & Hollingsworth Co., at Wilmington, Del., to 
run on the St. Louis, Keokuk & Northwestern road. The 
first of these cars was recently exhibited in Baltimore, and 
is thus described by the Baltimore American: 

“ The body of the car is 54 feet long, and_the platforms at 
both ends are roomy and commodious. The railing which 
runs round them can be extended at pleasure, so that sen- 
gers, either adults or children, can seat themselves there in 
perfect safety. At either end, upon entering, is a miniature 
drawing-room, of a circular shape, furnished with settees, 
and communicating toilet-rooms. One of these is intended 
for ladies and the other for gentlemen. The windows com- 
mand an uninterrupted view of the surrounding country, 
and a dome overhead is so constructed that all the superfiu- 
ous heat passes out and a free current of air is established. 


The prominent features, however, are to be found in the | 


sleeping car. By an ingenious arrangement the bedding of 
each section is placed under the seats and floor, thus lowering 
the centre of gravity. The weight so distributed is equal to 
about four tons, and it will thus be seen that an im 
advantage has been gained in preventing that unpleasant 
oscillation so often felt by travelers. There are no overhead 
works, and the partitions between each section do not reach 


to the roof, so that perfect ventilation is secured, and it is | 


impossible for a berth to shut up on a passenger, in case of 
an accident, and smother him. Independent of this, the 
light from the windows is not obstructed in any way, and 
this adds materially to the comfort of passengers. There 
are six sections on either side, thus giving accommodation to 


rtant | 


| of 1872. 
|act imposes a tax on the entire gross receipts of the 


| with money derived from the subscription to its capital 
stock, or from sales of its shares of stock, or from money 
borrowed and secured by mortgage, or from the undistrib- 
uted profits of the company, or from all these sources com- 
bined. And this brings us to the question, What are the 
buildings and works necessary and gee to the opera- 
tion of the road within the meaning of the appellee’s char- 
ter ¢ And here we are met with the argument that *neces- 
sary ’ means buildings and works indispensable to the road.” 
e court then considers in detail the various classes of 

roperty. As tograin elevators, docks, warehouses, etc., it 

olds that they may be included in the necessary appen- 
dages of the road so far as they are used to unload and de- 
liver freight, but where they are used to store grain, etc., 
they are beyond the original charter of the company and 
may be taxed as real property. So also hotels or dinin 
rooms necessary for convenience of passengers are covered 
by the charter, but hotels used as summer resorts are not, 
and the receipts from these are exempt from the tax on! 
the gross earnings, but they may be taxed as real estate. 

The court also holds that the receipts of the branch and 
lateral roads and of the Metropolitan Branch are subject to 
tax, they having been built under authority of laws passed 
subsequent to the granting of the original charter. Re- 
| ceipts from interest in steamship lines and in securities of 
other roads are also held liable to tax. The court says 
further: 

‘Without extending this opinion by a review of the sev- 
eral properties owned by the appellee, it is sufficient to say 
that the gross receipts derived from all properties and in- 
| vestments held and owned under franchises granted subse- 

uent to act of 1826, incorporating the Baltimore & Ohio 
ailroad Company, and upon which no exception from tax- 
ation was engrafted, are liable to the tax lexied by the act 
And this brings us to the question whether this 





| franchises thus 


|receipts earned by 





| appellee, or only on such as are earned by the road 


within the State. And in determining this question we 
must bear in mind that this taxis levied on railroad com- 
panies in consideration of special rights and privileges 
ranted to such companies. These privileges, however, con- 
er no power to maintain and operate a road beyond the 


| limits of the State, and in the absence of language showing 


a contrary intention, it would be but fair to presume the 
Legislature meant to tax such receipts only as earned by the 
ranted, Now the act of 1872 merely im- 
ses a tax on all railroads incorporated and doing business 


| in the State, and if the question rested solely upon the con- 


struction of this act it would be questionable, to say the 
least, whether the Legislature intended to tax 
the exercise of franchises granted 
by other States. But when this act is construed in connec- 
tion with the act of 1874, it is clear, we think, that the tax 
is imposed only on_ such gross receipts as are 
earned in this State. Such are the conclusions we have 
reached in this case. Upon an examination of the several 
prayers offered by the State, we find that none of them pre- 
sent propositions of law in accordance with the views we 
have expressed, and there was no error, therefore, in reject- 
ing them. It is plain however, that the State was entitled to 
recover in this suit, and even were we obliged to aftirm the 
judgment below, we should have remanded the case for a 
new trial under section 16, article 5, of the code. The Court 
erred, however, in sustaining the defendant’s exceptions to the 
plaintiff's third and fourth interrogatories, The act of 1872 
imposes a tax not only on the gross receipts derived from 
freight and passengers, but on the receipts derived from all 
other sources, provided such receipts were derived from 

roperties and investments owned by the appellee under 

ranchises granted by the State, and upon which no exemp- 
tion from taxation was granted. Judgment reversed, and a 
new trial awarded.” 
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from Chicago to Pittsburgh. |The cars of appellant did not! (pittsb'h Div. B Endié ....| 77) 198970, 008 20.80 .... | 11-9 5.00) 0.70... 9.60) 1.30] 2:73 
and could not pass east of Pittsburgh, which fact wasknown, «  (Pittsb’h Div.. W. Endi|...,100 .253'851. 2.530 31.12 |||” | 19°44. 3.90! 0.70... 8.40| 1.20! 2.72 
to the appellees; it was also known to the appellees that the| “ (Tyrone Div.jit......... 107, 82 66,179 2,068 20.60... (18.45) 6.10! 0.60 .. 10.30| 1.20) 2:72 
appellant did not and could not control the cars of the com-| “* (West Penn. Div.)}}..../104, 22 49,663, 2,257 35.80 .... . 31.65 3.60) 0.30 .. 8.70} 1.20) 2.72 
panies east of Pittsburgh, only as they were furnished toit) ‘ (Lewistown Div. )ee-.--. | 56 8 19.775 2,472 29.37 5 4.20; 0.40 .. 6.00) 1.20) 2.73 
by their owners for the purpose of through transportation. | p,,, (Bedford Div #4.--.-...| 97| 4 10,224) 2,506,90.60 0. 28.47).0.1).0 | 4.00) 0.40). 5.60} 1.20| 2.82 
There was no implied obligation against the appellant to fur- | (Eastern Div)*......... 88°\ 371 147, 388.104 2,854 47.98 17.41/14.90\0.820| 2.08) 3.58| 0.61 6.18 14.73| 1.70| 1.70 
nish to the appellees through cars unless they could be had | pitts. Cin. & St. Louis (Little F s ke oe ae Mae ‘art Be ee f ait Ge 
from the eastern companies. Judgment reversed. | BR Sea Pp So sl 197 38 107,027, 2,817 43.07).... . 13.10 17.110.814) 3.88) 5.70) 0.61 5.76 18,53) 2.36, 2.00 
Maryland Taxation Cases. | ae L Div.)*....- sprog * 80, 221,097, 2,764 29.75)... 16,63|19.1510.970 7.99, 3.98, 0.63 | 6.04 21.17 1.10| 3.00 

In the suit of the State of Maryland against the Ballti- | Se Mt. & So. (Ar-| ol senees) cone Ciel 00] | | | = 
more & Ohio Company to recover th j | ANSAS DIV.).....---- see eens 5 i 995 3, e+ + ol Obe 00) .... .|.... .| 2,96) 6.64, 0.51).... | 6.51/16.62).... .| 2. 
levied by the law of 1875, the Maryland Onnet of Anpenis | St. Louis & San Franciscoj:::| 328 ....| 76,665). -.... 32.70)... 18.20|. ..:|..1! ‘| 3.04] 641) 086 ...: ‘| 5.61 15.42| 2.10] 2.00 
has decid ; Ay ’ . Stockton & Copperopolis......| 49; 3 4,204, 1,401/39.67/66.34,15.34).... .|.... ./11.16/11.35| 0.87) 0.68) 8.54 32.60) 6.25) 5.75 

as decided to reverse the judgment of = e Superior Court, | West Jerseyit............. 128, 18 36,001 2,000 43.55 17.42|.... :| 210) 8.40| 0.60.....|.... 11.10) 3.60) 4.81 
and to remand the fora new trial, judges out ot | Sho cvecscvcscecsees ly | a \o pees <imNe Soy i le . ah acl ° | 5 x 
seven dissenting. After reviewing the p' i in the ; ——————————_—_______~__" — : = be 








case, the Court says: . | °* * Five empty freight cars rated as three loaded ones. 
Ve are of opinion, therefore, that the gross receipts of | + Switching engines allowed 6 miles per hour; helping engines, aotadt 
§ Twoem 


- t I distance run and 4 miles per hour while wai' trains. 
the appellee’s entire road from Baltimore to the Ohio River, | + Fuei not estimated. ea one. ting 


ty cars rated as one | 


and the gross receipts derived from the lateral roads built by | | Switching and work-train" es allowed 6 miles per hour; no switc mileage allowed to train engines, 

te apse an rom all ullignand woreenomenry abd | {tite cal] ugh cavastee aT ged Oe, gg Sane SS Te enemy 

e ‘ : : } ons, 2 uded above, 0. . ; rental of engines 0. . per mile; e empty cars 
xpedient to the operation of its road are exempt from the | and work-train allowed 6 miles per hour; no switching sallenge allowed to train cngiies. 


~ ~ ted as two loaded ones; switching engines 
imposition of any tax or burden, and this, too, whether said = W: 
sonl-ar ant balldings a works, We 3 a | + Wages of engineers, firemen and wipers not included in cost of en 


es. 
The ton of coal is 2,000 Ibs., unless ; 25 bushels counned to the ton. 
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EDITORIAL ANNOUNCEMENTS. 


Passes.—All persons connected with this paper are forbid- 
den to ask for passes under any circumstances, and we 
will be thankful to have any act of the kind reported to 
this office. 


Addresses.— Business letters should be addressed and drafts 
made payable to THE RAILROAD GAZETTE. Communica- 
tions for the attention of the Editors should be addressed 
Eprtor RAILROAD GAZETTE. 





Advertisements.— We wish it distinctly understood that 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
uMNS. We give in our editorial columns OUR OWN opin- 
ions, and those only, and in our news columns present only 
such matter as we consider interesting and important to 
our readers. Those who wish to recommend their inven- 
tions, machinery, supplies, financial schemes, etc., to our 
readers can do so fully in our advertising columns, but it 
is useless to ask us to recommend them editorially, either 
for money or in consideration of advertising patronage. 





Contributions.—Subscribers and others will materially 
assist us in making our news accurate and complete if they 
will send us early information of events which take place 
under their observation, such as changes in railroad offi- 
cers, organizations and changes of companies, the letting, 
progress and completion of contracts for new works or 
important improvements of old ones, experiments in the 
construction of roads and machinery and in their man- 
agement, particulars as to the business of railroads, and 
suggestions as to its improvement. Discussions of subjects 
pertaining to ALL DEPARTMENTS of railroad business by 
men practically acquainted with them are especially de- 
sired. Officers will oblige us by forwarding early copies 
of notices of meetings, elections, appointments, and es- 
eyes annual reports, some notice of all of which will 
ve published. 


THE ATLANTIC & GREAT WESTERN REPORT. 

Here is a property which, estimating it by its capital 
account, the amount of stock—funded and other debts 
outstanding, is one of the most valuable railroads in 
the world. Counting up everything, including past 
due coupons, the capital amounts to about $115,000,000. 
There is no error here in the printing. Both the ones 
belong before the five; it is one hundred and fifteen 
millions! And the property represented by this capital 
is 88715 miles of road, and some stock to control an- 
other road; not a road with costly grounds and right 
of way and magnificent structures, docks, elevators, 
ete., in great cities, where a little piece of land may 
cost a million, but a road which begins at an inland 
country village and ends at an inland town of 40,000 
inhabitants, and passes no other place of equal popula- 
tion; not a line prepared for an immense traffic with 
quadruple tracks of steel, great yards for switching, 
the most solid and permanent of masonry and iron 
bridges and other structures, but a simple, single-track 
road, laid chiefly with iron rails; not supplied with an 
enormous equipment of cars and the most powerful and 
effective locomotives, but so scantily supplied that it 
has to hire permanently a very large part of the cars 
and engines necessary for its quite moderate traffic, 
and those which it has not the most modern and 
effective, but largely antiquated and uneconomical. 
Three years ago the property was put into the hands of 
a receiver, who is doing what he can for the holders of 
the $115,000,000 invested in this property. Compare it 
with its $220,000 per mile with the Chicago, Burlington 
& Quincy, whose report, issued last week, showed a cap- 
ital of $37,700 per mile; it can hardly be wondered at 
that the latter is counted one of the great successes 
among American railroads, and the former one of the 
greatest failures among the railroads of the world. 

For though the contrast between the length and cap- 
ital of the Atlantic & Great Western is great, that be- 








tween its profits and its capital is greater. The last 


ceivership, yet then, after paying the taxes and the 
rentals for the leased railroads and the hired cars, 


_| there remained but $155,000 which could with any pro- 


priety be called a net income on the capital invested— 
say one-seventh of one per cent. on the nominal capi- 
tal. 





| 


sonable cost of the property, or of the property as it 


8° | should be with adequate equipment and appliances. It 


| does not appear to suffer greatly from want of improve- 
| ments to its permanent way, for its expenses are ex- 
'tremely light—as light we think as those of any 


| American road with similar traffic—nearly as light as | 


| the New York Central's; but it has to pay a very 
large sum for the use of the equipment of 
other roads and of a rolling stock company, 
equivalent last year to 12 per cent. of its work- 
ing expenses. It has the great advantage of cheap 
coal, but either from the nature of the road, the lack 
of power of its locomotives, or the nature of its traffic, 
its average train-loads are small—of passengers very 
small; and this is a decided obstacle to cheap working. 
On the whole, however, as we have said, the road is 
cheaply worked, the average cost per ton and per pas- 
senger per mile being remarkably small. 

The traffic of this road is peculiar. The line isa 
direct connection of the Erie Railway, and the only 
one with the same gauge as that road; but as the two 
roads make a considerable angle with each other, one 


pecially to and from points south of Chicago, but they 
compete at some disadvantage, especially for the great 


longest and by the shortest lines, the longer ones receive 


the New England traffic, has prevented the develop- 
ment of any considerable New England business over 
this road. 

The through passenger traffic of the road has been 
affected somewhat, perhaps, by a change in its Chicago 
connections, though its Chicago passenger business is 
not considerable. Its freight traffic is very greatly 
affected by the fluctuations in the coal, iron and petro- 
leum trades, the two first of which chiefly, and the last 
largely, are done over the leased Cleveland & Mahon- 
ing road. Comparing the traffic of the two last years, 
the changes in both branches of traffic are very great, 
amounting to an increase of 17 per cent. in freight 
traffic, and a decrease of 17.2 per cent. in passenger 
traffic. And the changes of proportions of through 
and local traffic in both branches were even greater. 
There was a decrease of nearly one-third in local freight 
traffic, and an increase of nearly one-half in through 
freight traffic, while there was a trifling increase in 
local passenger traffic (2 per cent.) and a decrease of 
one-third in through passenger traffic. Changes so 
enormous are rarely experienced in the business of a 


road within two successive years. The large 
increase in through freight was chiefly due 
to the great movement in petroleum, and 
the six months’ contest which deprived the 


Pennsylvania Railroad of its usual share of the 
traffic; and the great decrease in through traffic to the 
comparison with the Centennial year. The through 
passenger traffic on this road appears to be compara- 
tively insignificant. Most of it does not pass over the 
whole length of the road or of either of its two lines, 
so that the average journey of its through passengers 
last year was but 169 miles; and of these compara- 
tively short journeys the number is equivalent only to 
116 passengers each way daily and to but 89 passengers 
each way daily over the whole length of road. 

There seems to have been little progress made toward 
the reorganization of this company. The plan some 
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year was the most favorable of the three of the re- | 


The road has traffic enough, at fair rates, to earn in- | 
terest on a reasonable amount of capital—on the rea- | 
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organization would be practicable. The profits of the 
road are too small and uncertain to make it safe to 
impose even a light fixed interest charge upon it, un- 
less it is for additions which will certainly bring an 
increase of profits. 

Meanwhile, the times are such that the future of the 
property may be seriously affected by its present man- 
agement. Connections and alliances may be made 
which would leave the Atlantic & Great Western worse 
off than ever (if that is possible), or which would im- 
prove its prospects permanently and materially. But 
the negotiations and contracts necessary for such a de- 
velopment ordinarily are possible only for a corporation 
with credit, directly managed by its proprietors. In 
this case the helplessness of the Erie Company compli- 
cates matters. The two roads are not in condition to 
help each other. Both are in the hands of the courts, 
awaiting reorganization, and neither can hope to ob- 
tain new capital to any considerable amount until re- 
organization is effected. 

This being the case, it is somewhat surprising to find 
that the most notable events in the history of this road 


|in 1877 were the contracts and agreements by which it 


has secured new and valuable connections, which are 
likely to add materially to the traffic and influence of 
the road in the future. 

These new connections are, first, the Sharon Railway 
(the lease of which was nearly completed in December, 





extending southeastward and the other southwest- | tant 
ward from their point of junction, they do not make | the 
a short line between any of the great cities; they do | will give the Atlantic what will be equivalent toa 
get a considerable share of the freight business, es- | Pittsburgh terminus—a traffic centre of very great im- 


1876), which unites important coal mines and smelting 
| furnaces with the Mahoning Division of this road, and 
| gives it a connection of standard gauge with the She- 
lnango & Allegheny road, which has now an impor- 
traffic, especially with Cleveland; second, 
Pittsburgh & Lake Erie Railroad, which 


| portance, and especially so to the Cleveland & Maho- 
| ning Division of the Atlantic & Great Western, which 


business of Chicago, and more so for passengers than | is well placed to carry Lake Superior ores, coal and pig 
for freight. Then, the rates being the same by the | i70n; and, third, a favorable connection with the New 


| York Central through the new Rochester & State Line 


a smaller amount per mile. For instance, a shipment | road, which latter has been obtained without any co- 
from Cincinnati to New York which would yield the | operation of the Atlantic, we believe, but which yet 
Pennsylvania Railroad 1.00 cent per ton per mile |™&Y prove almost its most important connection. 

would yield the Erie and Atlantic & Great Western | 
but 0.863 cent per ton per mile, and a considerable | long when completed, is leased to and worked by the 
part of the freight business between Chicago and New | Atlantic Company, on terms which will in time give 
York done over the Atlantic & Great Western is|the latter probably a majority of its stock, as two- 
hauled a distance one-eighth longer than the shortest | thirds of the freights on goods shipped to and from 
rail route between these places. The direction of the At-| points on the leased roads are payable in the stock. 
lantic & Great Western is more favorable for carrying | The chief customers of the new road are proprietors of 
to and from New England than New York city, but | coal mines and blast furnaces, who we understand 
hitherto the lack of an effective connection with the built the Sharon road and own its stock, which they 
New York Central, which commands the chief part of | 


The Sharon Railway, which will be but 1214 miles 


can realize on pretty rapidly under a contract of this 
kind. The Atlantic in this way substantially buys a 
railroad and pays for it in trade. 


The contract with the two companies which are 
building the Pittsburgh & Lake Erie Railroad gives the 
Atlantic Company and the Lake Shore & Michigan 
Southern such privileges that it is almost equivalent to 
a branch of these roads, which secure all the through 
traffic it can give them, and have contracted for its 
division between them in a specified manner. The 
Atlantic Company, besides the interchange of business, 
in this case was able to give more tangible assistance, 
in the shape of a right of way in the old Pennsylvania 
& Ohio Canal, and the use of a few miles of the Cleve- 
land & Mahoning track, from Hazleton to Youngs- 
town. 

The connection with the Rochester & State Line may 
or may not be important to the Atlantic Company. 
What it is most likely to do is to give it a second com- 
petitor for the traffic which it is now well nigh com- 
pelled to give to the Erie Railway. It may, too, some 
time bring another competitor for the control of the 
road, for if the Erie troubles continue the alliance of 
the Atlantic may be made with the New York Cen- 


tral. This does not give it a short outlet to New York 
City, but it is a very favorable one for Boston and New 


England; and though the alliance with the Erie should 
continue for New York business, the New York Cen- 
tral may serve as a New England connection at the 
same time. At least it will be an advantage for the 
road to have two companies instead of one bidding for 
its traffic at its eastern terminus. 


To secure these connections for a road without 
money or credit and almost without any net earnings 
|and with so extremely uncertain a future as the At- 
| lantic & Great Western's reflects great credit on the 
| management of the Receiver. Ordinarily the most to 
be hoped from such an officer is that he work the road 
economically, maintain it in good condition, and pre- 
vent as far as may be the dissolution of connections 





time ago agreed upon was, we believe, accepted by | that bring it traffic. In this case the reorganized com- 
most of the stock and bondholders (mostly English-| pany is likely to find .its road prepared to command 
men), but the results of the operation of the road since | traffic from new fields, while preserving all its old re- 
the receivership make it doubtful whether such a re-| sources. 
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BLOCK SICNALS. 
The old books on natural philosophy used to teach in 
their introductory chapters that *‘ it is essential to the | 
existence of a body that no other body occupy the same 
space at the same time.” If we modify this law, and 
say that it is essential to the safety of a railroad train 
that no other train occupy the same space at the same 
time, it may be regarded as a fundamental principle of | 
railroad operation. The system of block signals is, in | 
fact, nothing more than a systematic provision for car- | 
rying out this law. It establishes the principle that in 
certain spaces not more than one train shall enter at | 
one time, and it provides the means of excluding other 
trains when one has entered the prescribed space. 
With what is called the “absolute block” system a 
collision is impossible so long as the trains remain on 
the track. Of course a blunder is possible, but then 
what follows ceases to be the block system. A signal- | 
man may give a wrong signal by mistake, or a loco- | 
motive runner may aot observe the signal. In such 
case there would be two trains occupying the allotted 
space at the same time, which is contrary to the fun- | 
damental principle of the system. 

Notwithstanding all that has been written on the! 





is no train on the section BC. So long as the train re- 


mains on the section C D the signalman at C keeps 
his signal at danger, or line blocked, until he is notified 
by D that it has passed D, when C’ can raise his signal 
to line clear. On the lower track two trains, No. 2 and 
No. 3, are represented, both moving from right to left. 
It will be seen that the signal for this track, represented 
by an inverted letter L at the bottom of the figure, at 
station B is at danger, because section B A is occupied 
by No. 2. The signal at B will be kept at danger until 
No. 2 passes A, and if No. 3 should arrive at B before 
No. 2 had passed A, No. 3 would be stopped by the sig- 
nalat B. The signal at C in front of No. 3 is at line 


‘clear, because there is no train on section CB, but the 


signal at D is at danger because section D C is occupied 
by No. 3. It will be seen from this that a collision is 
impossible if this system is carried out. The only cause 
of accident will be a mistake either of the person who 
gives or him who should be governed by the signals. 
Even this source of danger can be partly eliminated, 
but the means adopted for that purpose will not be re- 
ferred to here. What we want to make clear now is, 
that if a road is operated on the block system a col- 
lision cannot occur. As stated before, if a mis- 
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subject, a little intercourse with railroad men will re- 
veal the fact that many of them still have very vague | 
ideas of the essential feature of this system. There- 
fore, notwithstanding that we are going over ground 
which has already been much written about, a brief 
explanation of the essential features of the system will 
be given, which those familiar with the subject may 
skip. 


! 1 No. 1 | —> 4s 
A B Cc D 
1 No. 2. 7 << | No.3. 


The rough diagram represents a plan of a portion of 
« double-track line with four stations, A, B, C and D. 
If a train, No. 1, is on the upper track, and is running 
from the left toward the right, as soon as it passes B 
and enters on the section B’C the signal man at B dis- 
plays his signal at danger, which in this case is sup- 
posed to be a semaphore signal, represented by an in- 
verted letter L above the letier B. 

The signal in front of No. 1 at the station C, repre- 
sented by a letter | above C, is lowered to line clear; 
because there is no train on the section C D in front of 
train No. 1. When it passes C the signalman at C' will 
lower his danger signal and then ‘telegraph to B that 
No. 1 has passed, and then B can raise his signal | 
to indicate that the line is clear, as there: 











BLOCK SIGNAL TOWER. 


take is made, it then ceases to be the block system. 
The whole of the passenger traffic on the main line 


'of the Pennsylvania Railroad is now worked on this 
| system. 
signal towers or boxes on that line. The form of signal | 
‘used consists of a circular opening, shown by the black 


The engraving herewith represents one of the 


circle in the engraving, in front of a lamp. Suitable slid- 
ing frames work up and down so as to cover this opening. 
There are two of these slides, one covered with red 


merino, the other with green glass. These slides are | 


arranged +o as to rise and lower in front of the lamp, 


| which can thus be made to show a red, green or white 


light at mght, or discs of the same colors in daytime. 
The passenger trains on this road are now run on 
what is called the “absolute” block system, that is, 
not more than one train is permitted on a section ata 
time, as described above. The freight trains are run 
on the ‘‘ permissive ” block system. Thus if a freight 
train approaches a signal station, and the section in 
front of it is clear, the signalman shows a white signal 
to indicate *‘ line clear.” As soon as the train has 
passed his station he displays a red signal for five min- 
utes, and then changes it to green, to indicate caution. 
Freight trains are permitted to follow each other five 
minutes apart, unless they come within forty minutes 
of the time of passenger trains. When this is the 
case, the following freight trains are allowed to run 
within three minutes of each other, A freight train, 
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however, is not allowed either to follow or precede a 
passenger train so that both will be on the samesection 
at the same time. 


The form of signal represented in this engraving has 
been in general use on the Pennsylvania road for its 
block system, but the authorities have been experi- 
menting with a semaphore signal on some of 
the signal-boxes, and probably that form will 
ultimately entirely replace the old ‘* banner” signal 
as the one in the engraving is called. The 
appliances used, it will be seen, are very simple, con- 
sisting of the signal towers and of aseparate telegraph 
line, the wires of which are broken at every station so 
that messages can only be sent on that line from one 
station to the two adjoining ones. The system is not 
in any way automatic, and no complicated appliances 
are required to work it. The chief expense consists in 
the wages of the signal men. Two sets of these are of 
course required, one in daytime and the other at 
night. The immense traffic of the Centennial was car- 
ried on by means of this system, and without a serious 
accident, although it was said that trains were at 
times very much delayed. 


Any one who has examined our reports of train ac- 
cidents will have observed that about one-fifth of all 
of those reported are rear collisions, which would be 
impossible when working with the block system, if we 
except perhaps collisions of one part of a train with 
another part of the same train, like the one which hap- 
pened on the Richmond, Fredericksburg & Potomac 
Railroad last Sunday night. This was caused by the 
breaking loose of a sleeping car from the front part of 
the train on a descending grade. The latter was 
stopped on account of the accident, and the car which 
broke loose ran into the front part and killed one per- 
son outright and injured several others very seriously. 
An automatic brake would have stopped the car which 
broke loose and prevented the accident. 

Another serious collision occurred on the Hudson 
River Railroad on Thursday evening, Feb. 21, but hap- 
pily was not attended with loss of life or serious injury 
to any one. The accident is described as follows by a 
correspondent of one of the New York dailies: 





‘The 6 o'clock p. m., express train from New York ap- 
»roached Low Point at a quarter before 8. A freight train, 
ound north, had passed Low Point a few minutes earlier, 
;and had moved on to the turn-out to make way for the ex- 
ress train; but before it had cleared the main track a coup- 
ling broke, and left about nine empty freight cars on the 
main track, There was no means wovided on the freight 
‘train for notifying the engineer that his train had so parted; 
| and therefore he did not back down to re-connect, even if 
| he had time to do so before the express train reached the 
| rear cars; for it is obvious that the freight train was not sif- 
ficiently for safety in advance of the express. There seems 
to have been but one man in charge of the nine detached 
ears. He started witha lantern to go back to the curve in 
the road, a distance of about ten rods, but he did not go 
very fast, and somehow he failed to notify the engineer of 
| the express train of the danger, and almost in a moment the 
| express train turned the curve, the obstacle ahead was seen, 
| the signal to apply the brakes was given, and the nine freight 
cars were a heap of ruins, as was also the foremost of the 
two engines of the express train. Strange to say, nobody 
was killed. The express train consisted of nine passenger 
cars, besides baggage, mail, etc. The application of the air- 
brakes saved the lives of the passengers.’ 


That accident could not have occurred if the trains 


had been run on the block system. 


Whether the method of working the block system in 
use on the Pennsylvania road is the best, or whether 
some automatic form is preferable, it is perhaps not 
|necessary now to attempt to decide; but that -on 

crowded lines the block system gives a degree of se- 
| curity against accidents which other methods of work- 
| ing do not give, seems to be as certain as a mathemati- 
cal demonstration. It is true that it does not guard 
entirely against human fallibility, that is, a signalman 
| may give a wrong signal, or a locomotive runner may 
fail to observe one, but the chance that such an in- 
advertence may occur simultaneously with circum- 
stances which would produce an accident reduces the 
probability of the occurrence of the latter to very 
small proportions. 

No class of persons know so well as railroad mana- 
gers themselves the risks which attend the operation 
of railroads. There are, too, many dangers which no 
ordinary foresight can anticipate. An axle, wheel or 
arail may break, a fire or a flood occur, or a trusted 
servant who has obeyed orders with the precision and 
exactness of a chronometer, may, at a critical moment, 
'do what neither he nor any one else can afterward 
‘account for. Such causes can be diminished and the 
| danger from them lessened by careful and intelligent 
inspection and constant vigilance, but probably will 
| never be entirely eliminated; but there is another class 
of dangers which can be foreseen and provided for, and 
| which therefore ought never to exist. A wrong signal 
| at a draw-bridge, switch or junction, may be rendered 
| practically impossible if the proper appliances are used, 

and with the security which the block system gives 
accidents similar to those among which that on the 
Hudson River Road may be classed ought not to occur, 
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January Earnings. 





January earnings are reported in our table for thirty rail- | 


roads with 17,594 miles of road, which is about 22 per cent. 
of the entire mileage of the United States. Of these thirty 
roads 21 had greater earnings in 1878 than in 1877, and the | 
increase in the aggregate net earnings was no less than 15.6 

percent. The average earnings per mile increased from $435 | 
to $484, or 11.8 per cent. The comparison is made with a | 


very unfavorable month, many northern roads having been | 
much interrupted by snow in January, 1877, while last Jan- | 


uary there was little other obstruction to traffic than the con- 
dition of the wagon roads, which insome places kept back de- 
liveries at stations, but on the whole did not prevent a heavier 
movement in country produce than ever was known be- 
fore in winter. 

Of the lines in our table this year only eighteen reported 
last year. In 1876 the season was favorable for traffic, and 
there was also a heavier grain crop to move than a year ago. 
To make a more satisfactory comparison we present below 
a statement of the earnings per mile of these eighteen 
roads for the month of January for three years past. 

January Earnings Per Mile of Road for Three Years: 








1878. 1877. 1876 

Atchison, bay el BOMB DO ooo. ciicseckc science MEO — 187 
sur lington, Cedar Rapids & Northern ..........¢ 390 229 
COMET Tins sci taciotiesconeskdacssacccndeccena 599 756 
Chicago & Alton 467 470 
Chicago, Milwaukee & St. 499 377 
Cleveland, Mt. Vernon & Delaware.............. 186 185 
Demvar & AG GMGG 6 a6 ccccssccey. veesccseases 197 281 
Illinois Cc ventral, a cisccceeta: vaachstu nes 567 603 
reer 319 317 

Indianapolis, Bloomington & Western.......... 351 388 
International & Great Northern................. 2 306 
Missouri, Kansas & Texas 326 
Nashville, Chattanooga & St. Louis............. 509 508 
Philade Iphia art Cette tvs uvaseseees 760 803 
St. Louis, Alton & Terre Haute................. 561 549 
St. Louis, [ron Mountain & Southern........ . 568 478 
St. Louis, Kansas City & Northern.............. 490 488 
St. Louis & Southeastern ................-00000- 240 232 
Toledo, Peoria & Warsaw ...............ccccceee 550 332 419 


Twelve of these eighteen roads had greater earnings per 
mile in January of this year than in January, 1877, and 
eleven more than in January, 1876. So far as the results of 
these roads ‘go, therefore, they indicate that the January 
business was better this year than in 1876, which seems 
altogether probable. The roads reporting for 1876, how- 
ever, are too few in number to make this comparison of 
much value as a basis for general conclusions. 

Of the roads reporting this year, three, with 3,318 miles 
(nearly one-fifth of the whole), are carriers of produce to 
Chicago, and in the aggregate these show an increase of 36 
per cent, in earnings over 1877; six, with 2,394 miles of 
road, are carriérs of produce to St. Louis, and there is an 
increase of 4 per cent. in their aggregate earnings. 

Indications of the traffic of the lines between the North- 
west and the sea-board are furnished chiefly by the Grand 
Trunk, the Great Western of Canada, the Michigan Central 
and the Philadelphia & Erie. All but the latter show large 
increases, amounting in the aggregate to 20 per cent. 

Very large increases in earnings per mile are shown by 
some roads, as 94 per cent. by the Burlington, Cedar Rapids 
& Northern, 86 by tho Chicago, Milwaukee & St. Paul, 71 
by the Dakota Southern, 59 by the Great Western of Can- 
ada, 66 by the Toledo, Peoria & Warsaw, 62 by the St. 
Joseph & Western, 371¢ by the Iowa lines of the Illinois 
Central, and 801¢ by the Indianapolis, Bloomington & West- 
ern, The paint decreases are 221¢ per cent. on the Inter- 
national & Great Northern and also on the Belleville Line of 
the St. Louis, Alton & Terre Haute. The two roads south 
of the Ohio and east of the Mississippi that report show 
large increases; of three roads which depend largely on the 
Texas traffic, two show decreases and one a small increase. 
Aside from the Grand Trunk, no roads report that have 
lines east of Buffalo and Harrisburg, and all but three of the 
roads are west of nance Toledo and Cincinnati. 


Record of New Railroad Construction. 





This number of the Railroad Gazette contains information 
of the laying of track on new railroads, as follows: 

Des Moines & Minnesota.—Extended from Stony 
northward to Lakin, 18 miles. It is of 3 ft. gauge. 

East Line & Red River.—Extended from Daingerfield, 
Tex., westward to Pittsburgh, 15 miles. 

This is a total of 28 miles of new railroad. 


City, Ia., 


Locomotive Frames. 


A correspondent writes: ‘Why is not the English style of 
plate framing more mechanical in principle than our square 
bars, and capable of being combined to advantage with 
Americen details and engines? It must be cheaper, gives 
four or five inches wider fire-box, and gives strength pre- 
cisely where it is wanted, vertically, without wasting ma- 
terial for lateral stiffness for which there is no possible need, 


the boiler itself being ample for the comparatively slight | 


strain that way. 

‘¥ should like very much to see this subject thoroughly | 
ventilated with comparative drawings, ete. It strikes me 
that there is a good deal of conceit in the assumption that | 
we are all right and all Europe wrong.” 


This subject is one which it is very difficult to discuss con- | 


clusively, because so much depends upon individual predilec- 


tion. The first cost of each method of construction could, of | 


course, be easily obtained by those engaged in the manufac- 
ture of locomotives, but the cost of maintenance would be 


very difficult to arrive at satisfactorily, unless a number of 
engines of similar design and construction, some with plate 
and others with ‘“‘solid” or ‘‘ bar” frames, were used on the 


same road. The experience on some of the Canadian lines, 


where both English and American engines are used, would 


probably shed some light on this subject. 


Our correspondent does not refer to the difficulty of find- 
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|ing room for the springs and equalizing-levers when plate | 
| frames are used. The fact that it is then necessary to place 
| the springs below the axles has been the most serious objec- 
' tion in this country to the use of plate frames and to a wide 
fire-box. With large-sized driving-wheels it is not diffi- 
| cult to do this, but with wheels of small diameter there is 
| considerable trouble and inconvenience. 


eleven weeks from 
| Dec. 1 to Feb. 16 shows the following results for five years: 
Receipts of the eight leading Northwestern markets: 
1877-78. 1876-77. 1875-76. 1874-75. 1873-74. 
28,441,538 23,264,666 25,583,867 16,661,916 31,704,723 
The receipts this year were 22 per cent. greater than last 
year, 1014 per cent. less than in 1873-4, which were much 
larger than ever before. 
Shipments of the same eight markets: 
1877-78. 1876-77. 1875-76. 1874-7: 1873-74. 
17,946,540 11,072,610 11,878,559 8,482. 487 13, 982 2,189 


| THE WINTER GRAIN MOVEMENT for 


| 


last year and 30 per cent. greater than in 1873-74, which is 
the winter of largest shipments previous to this winter. 

The receipts at Atlantic ports were : 

1877-78. 1876-77. 1875-76. 874-75. 873-74. 
36,387,872 20,304,652 17,551,577 18, 476. 164 21,920,309 

Here the receipts at the seaboard this year are shown to 
have been very nearly 80 per cent. greater than last year, 
and nearly as much greater as the receipts of any previous 
year. 

One of the most remarkable facts here shown is that the 
total shipments of the eight Northwestern markets (St. Louis, 
Peoria, Chicago, Milwaukee, Duluth, Detroit, Toledo and 
Cleveland) are less than one-half of the total receipts at the 
Atlantic ports. Usually any rail shipments passing through 
these cities are reported as shipments from them, if not 
already credited to another of these markets. The roads 
which receive large amounts of Northwestern grain and do 
not carry it through one of these markets are chiefly feeders 
of the Pennsylvania Railroad or of the Baltimore & Ohio, 
but these roads have certainly not been carrying more than 
their usual proportion of grain this winter. Altogether it 
would appear that a heavy winter grain traffic is unfavor- 
able to the business of the Northwestern markets, as it 
might naturally be expected to be for those on the lakes, 
which form six out of the eight which report, and which 
ordinarily ship nine-tenths of the total. The tendency of 
rail grain shipments is to avoid all intermediate markets 
and transfers and to develop direct shipments through from 
the station where the farmer delivers it to the seaport which 
exports it or the interior Eastern town which consumes it. 


ADDITIONS TO CANAL TONNAGE are reported to be consid- 
erable. For three years, until about July of 1877, there was 
little or no profit in running canal boats, in spite of the suc- 
cessive reductions of tolls, and the tendency was downward 
—rates growing lower and lower from year to year. The 
maintenance of rail rates through the season of navigation 
in 1877, the great harvest of that year, and, to a much less 
extent, the reduction of tolls, combined during the latter 
part of last season to make the canal business profitable to 
the boatmen. But three years of unfavorable business had 
naturally tended to reduce the number of boats. Those 
worn out were rarely replaced, and often a boat was laid up 
when considerably damaged, because the cost of repairs was 
not justified by the prospect of future profits. The canal 
inspectors report that they have information now of about 
125 new boats under construction, while competent judges 
claim that 400 or 500 new and repaired boats will be added 
to the fleet next season, which is a material increase, the 
whole number engaged in through traffic last year having 
been about 2,500. The enormous harvest of 1877 affords 
material for a very large canal business during the first half 
of the summer, but the prospects are not nearly as good as if 
rail rates had been maintained through the winter. A much 
larger amount of grain, and doubtless a much larger propor- 
tion of the whole crop, will be forwarded by rail this season 
before navigation opens; and as the railroads have been carry- 
ing this winter at the rate of 15 cents per bushel or less for 
wheat from Chicago to New York, they can hardly be expected 
torequire last summer’s rate of 18 cents after navigation opens, 


; than 25 cents. 


| now ruling, and they 


| Buffalo. 
These shipments were this year 62 per cent. greater than | 
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business, however, must not be estimated by the current 
rates. It began with a pretty solid 40 cent. rate; was cut 
only for part of the traffic during December, and then 
not often more than five cents; in January the rate seems 
rarely to have fallen below 30 cents, and it has been all Feb- 
ruary in falling to its present frightful meagreness, though ap- 
parently not much traffic was shipped in that month at more 
With rates as they are (and it will be very 
hard to restore them even a little, now that the opening of 


| navigation is so near and so many time contracts have been 
| made), 
|} but the 


not only is there no profit for the railroads, 
prospect of the lake and canal 
boats for the coming season becomes very gloomy. There 
will be very little margin of profit for them at the rail rates 
cannot get the traffic unless they carry 
for less than rail rates. Already contracts are made for the 
first trip of vessels at 31¢ cents per bushel from Chicago to 
This will pay for a season’s business, but the open- 
ing rate is usually about twice as high as the midsummer 
rate. 


vessels 


THE CHEAPNESS OF RAILROAD CONSTRUCTION in these hard 
times is very clearly shown by the fact that the Chicago & 
Alton Company, which is not one that will put up with any- 
thing less than a first-class structure, has let a contract for the 
extension of its Missouri line to Kansas City at the rate of 
$15,000 per mile, excepting the great bridge over the Missouri, 
the bridges to be iron and the rails steel. As the company 
can get money at about 6 per cent., it will only need to make 
about $1,000 a year net earnings to pay interest on this cost. 


THE GENERAL . Tre KET AND PASSENGER AGENTS’ ASSO- 
CIATION will hold its next half-yearly meeting at Jackson- 
ville, Fla., beginning Friday, March 8. Jacksonville is a 
very pleasant place to visit at this time of the year, and 
Northern and especially Northwestern members of the 
Association may take advantage of both time and place to 
take in New Orleans on the way and witness the famous 
spectacle there on Mardi-Gras, which this year falls on 
March 5. 


®Oeneral pe ae 
TRAFFIC AND EARNINGS. 


Railroad Earnings. 
Earnings for various periods are reported as follows: 
Year ending June 30: 
























































and so may be expected to carry a larger proportion of the 
cording to present appearances, 


this season while navigation was closed—which is £ 
bushels more than they brought last year. This will mate- | 
rially decrease the surplus for which they and the canals will | 
compete after navigation opens, which, however, may still 
be sufficient to give them all a heavy business. 





East-BounD RATES continue to be as unsatisfactory as 


| for many if ngt most of the shipments, and it has been repor ted | 
that contracts have been made at 18 cents from St. Louis to 
| 
number of cars available, 
was before so heavy 


| timited only by the 
doubtless there never 
traffic in Northwestern produce; 
roads are doubtless making 
earnings even at these rates. 


a winter 


unusually 
But it is 


from St. Louis is at the rate of only 0. 





grain than last year in competition with the canals. Ac- | wie &P 
the railroads will have | 
brought about 64,000,000 bushels of grain to the sea-board | | 
26,000,000 


may be, rates not having been quoted higher than 2214 to} 
| 25 cents per 100 Ibs. from Chicago to New York for some | 
| time, while 20 cents is said to have been accepted recently | 


| New York. The quantity moved at these rates seems to be | 
and | 


and some of the} 
large gross 
impossible 
that any profit can be made at such rates. That reported | ppiia’ & Erie 
.34 cent. per ton per 
mile, and there are heavy terminal expenses at New York 
which remain the same be the freight rates high or low. It 
is impossible to mend matters now for this winter's business, | = L.,L Mt. & So. 
but efforts have not ceased to make some arrangement which | 
will prevent such a break in the future. The whole winter’s ' Grand Trunk... 



































1876-77. 1875-76. Inc. or Dec. P. ¢. 

Intercolonial...... $1,154,445 $848.861 Inc.. $305,584 36.0 
Expenses....... ly ‘461, 674 877,485 Inc.. 584,169 66.6 
Deficit.......... $307,229 $28,624 Inc.. $278,605 973.3 
Earn. per mile.. 1,619 1,396 Inc.. 223 15.9 
P. c. of exp’nses 126.62 103.37 Inc.. 23.25 22.5 

Prince Edward's 
OS re 130,665 118,061 Inc.. $12.604 10.7 
Expenses .... 228,595 214,930 Inc.. 13,665 6. 
Deficit... ..... $97,930 $96,869 Inc.. $1,061 1.1 
Earn. per mile. 667 602 Inc.. 65 10.7 
P. c. of exp’nses 174.90 181.99 Dec. 7.09 3.9 
Year ending Oct. 31: 

St. Louis & South- 
eastern ......... $1,100,489 $1,111,423 Dec. $10,984 1.0 
Expenses.... .. 846,757 77,417 Dec. 30,660 3.5 
Net earnings... $253,682 $234,006 Inc.. $19,676 8.4 
Earn. per mile. 3,100 3,131 Dec. 31 1.0 
P. c. of exp’nses 77.00 79.00 Dec. 2.00 2.5 
Year ending Dec. 31: 

1877 1876. 

Chi. & Alton..... $4, 464, 303 $4,960,529 Dec. $496,226 10.0 
Expenses....... 2,¢ 357,005 > 2,691,061 Dec. 354,056 12.4 
Net earnings... $2 107, 298 $2, 269, 468 Dec. $162 ‘170 in 7.1 
Earn. per mile. 6.586 7318 Dec. 10.0 
P. c. of exp’nses 52.80 54.25 Dec. 2.7 

Central, of lowa.. 723.818 717,526 Inc.. 0.9 
Expenses.... .. 519,628 534,551 Dec. 2.8 
Net earnings... $204,190 $182,975 Inc.. 11.6 
Earn. per mile.. 3,531 3,507 Inc.. 0.7 
P. c. of exp’nses 71.77 74.1 50 Dec. 3.7 

Central, of N. J.. 5,694.631 6,983,173 Dec. 18.5 
Expenses.... .. 3,209,785 3,794,704 Dec. 15.4 
Net earnings... $2,484,846 $3,188,469 Dec. 22.1 
Earn. per mile. . 15,819 19,398 Dec. 18.5 
P. c. of exp’nses 56.41 54.37 Inc.. 3.8 

Det. & Milwaukee 925,122 977,455 Dec. 5.4 
Expenses....... 790,819 885,166 Dec. 10.7 
Net earnings... $134,803 $92,289 Inc.. 45.5 
Earn. per muile.. 4,895 5,172 Dec. 5.4 

exp'nses 85.48 90.55 Dec. 5.6 
ere Mar. 997,966 1,000,3°8 Dec.. 2 402 & 6 
Expenses....... 581,286 634.294 Dec.. BS 3) 00s 8.4 
Net earnings.... $416,680 $366,074 Inc.. $50,606 13.8 
— per mile. . 3,517 3,525 Dec.. 8 O02 
P. c, of exp’nses 5 63.40 Dec.. 515 81 

Grand Rapids & Seed 
Indiana.... .... $1,094,556 Dec.. $42,983 3.8 
Expenses..... 748,647 Dec. . 72,385 8.8 

| Net earnings. . i $: 345,909 Inc.. $29,402 9.3 
| Earn. per mile. 3,297 Dec.. 129 38 
P. ec. of exp’nses 68.39 Dec.. 3.79 5.3 

Jeffersenv’e, Mad. a 
& Indianapolis.. 1, psa 976 Inc.. 6.101 0.5 
Expenses....... 8 8!942 4 Dec.. 48,927 6.7 

ee 
Net earnings... ~~ $499, ts 34 Inc.. $55,028 12.4 
=. er mile.. 5,212 Inc.. 27 «0.5 

. c. of exp’nses 97.64 Dec. . 4.46 7.2 

Mors is & Essex. 3,368,441 3,4: 52, 319 Dec.. 83,878 2.4 

|} Expenses....... 2,145,934 2, 267,598 Dec. 121,662 5.4 
Net earnings... $1,222,507 $1,184,723 Inc.. $37,784 3.2 
Earn. per mile. . 24,587 25.199 Dec.. 612 24 
P. c. of exp ’nses 63.71 65.68 Dec.. 1.97 3.0 
Month of January: 1878. 1877. 


Bur., Cedar Ra 


p. 
& wermers.... $165,412 $73,964 Inc.. 


Net earnin 70,546 15,090 Inc.. 55,456 367.3 
P.c. of exp nee 57.36 79.56 Dec.. 22.20 27.9 
kines 220,496 232,550 Dec.. 12,054 5.2 
Net earnings... 81,975 76,329 Inc.. 5,446 7.4 
P. c. of exp’nses 62.82 67.16 Dec.. 434 6.5 

Pon week of February: 
nver & Rio G $12,7' $10,302 Inc.. neem 23.9 
96,700 111,078 Dec.. 4,378 12.9 

Week ending Feb. 16: 

$189,892 $177,487 Inc.. $12,405 7.0 
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Grain Movement. 


ending Feb. 16, were, in bushels: 
1878. 1877. c P.c. 
Northwestern receipts.. 2,376,544 1,419,072 957,472 67.6 
= shipments... 2,004,448 1,111,317 893,131 80.4 
Atlantic receipts........ 4,151,378 1,906,159 2,245,219 118.0 


The receipts at the Northwestern markets have decreased 
constantly since they reached their maximum, four weeks 
before the last reported, but they are still very large, and 
have been equaled in no corresponding week except in 1874. 


The shipments from these markets are the smallest for four | 


weeks, but are still enormous fora winter week. The re- 
ceipts at the Atlantic ports, on the other hand, are much the 


contributing to the movement. There have never before been 
any winter receipts to compare with this, and probably the 
railroads never, at any time, winter or summer, were de- 


livering as much grain at the sea-board. Of these receipts at | 


the Atlantic ports, 37.3 per cent. was at New York, 19.2 at 


Philadelphia, 17.3 at Baltimore, 14.5 at New Orleans, 9.4 at | 
The New Orleans receipts are | 


Boston, and 2.3 at Portland, 
again extraordinarily large. 
Coal Movement, 


Coal tonnages for the week ending Feb. 16 are reported as 
follows: 


1878. 1877. Decrease. P. c. 
Anthracite... ...... 000+. . 128,849 278,416 149,567 53.8 
Semi-bituminous,.............. 35,725 177 24,452 40.6 
Bituminous, Pennsylvania..... SN Sates. etn eken ron 


The falling off in anthracite is due to the partial suspension 
of mining to equalize production under the lately concluded 
agreement. 


New York Milk Freights. 

A bill is before the New York Legislature to fix one cent 
per quart or 40 cents per canas the maximum rate to be 
charged on milk carried to New York city by rail. The 
Hudson River, New Haven and Harlem roads now charge 
60 cents per can and the Erie 55 cents to Jersey City, the 
latter rate being increased to about 60 cents by the ferriage 
to New York. 


OLD AND NEW ROADS. 


Augusta & Knoxville.—Arrangements are being made 
to begin work on this road, and it is said that contracts will 
soon be let for the grading from Augusta, Ga., up the Sa- 
vannah River to Walton Island, where the road will cross the 
river into South Carolina. 


Baltimore & Ohio.—In the suit brought by the State 
of Maryland to recover the tax on gross earnings under the 
law of 1872, the Court of Appeals has decided to set aside 
the decision of the Superior Court and remand the case for a 
new trial. 





Bellaire & St. Clairsville.—The earnings of this road, 
614 miles long, for the nine months it has been in operation 
are reported at $4,537.89, or $698.14 per mile. e total 
number of passengers carried was 13,487. An effort is being 
made to extend the road from St. Clairsville, O., to Kirk- 
wood, some 15 miles westward, along the line of the old Na- 
tional Road. 


Boston, Hoosac Tunnel & Western.—A _correspond- 
ent of the New York Tribune writing from Boston, Feb. 
23 says: ‘‘The Boston, Hoosac Tunnel % Western Railroad 
Company, whose offices are in Boston, is making such rapid 
progress with its new line to connect North Adams and 
Schenectady that the line will be open about May 1. This 
company, including leading officers in the Delaware & Hud- 
son, and Erie Railroad and Pullman Car Companies, was 
organized last year for the purpose of opening a new line 
from Boston to Chicago. he Troy & Boston Railroad 
Company endeavored to prevent their enterprise by getting 
out an injunction against their using a portion of the aban- 
doned road-bed of the old Albany Northern Company, leased 
by the Troy & Boston, between Eagle Bridge and the Hud- 
son River. But the injunction has been removed, and the 
new company will probably meet no legal obstacle to pre- 
vent their pushing the road rapidly forward to completion. 

‘* About 500 men are at work, and the line from Eagle 
Bridge to Mechanicsville, where it crosses the Hudson, is all 
ready for the rails, and a mile and a half of road, from Me- 
chanicsville to the bridge, is in running order. The bridge 
here will be 1,200 feet long, with about 800 feet more of 
trestle work on the west side of the river, and will be one of 
the finest and strongest railroad bridges in the country. It 
will have eight spans, and will cost, above the piers, about 
$100,000. The road is being laid with the best quality of 
steel rails, 67 lbs. to the y: The officers of the company 
recently voted unanimously to construct the line eastward 
from Eagle Bridge to the Vermont State line at once, and 
that route is now being surveyed and land damages are 
being settled. It remains to be seen whether the Massachu- 
setts Legislature will compel the Troy & Boston road to let 
the new company use the Southern Vermont road, now held 
by the Troy & Boston under perpetual lease from Massachu- 
setts at $12,000 a year. The new company will undoubtedly 
construct a parallel road at once from the Vermont State 
line to North Adams if they cannot use the Southern Ver- 
mont road, and the Legislature may require the Troy & Bos- 
ton Company to share the use of the Southern Vermont with 
their rivals. This latter road, owing to the peculiar topog- 
raphy of the region, ought to be considered as part of the 
Tunnel, so far as letting it be used on the ‘ toll-gate’ principle 
is concerned. 

‘The new company have contracts for twenty years with 
the Erie and Delaware & Hudson roads, and for four years 
with the Fitchburg road for the transportation of their re- 
spective freight aa passengers bound east and west through 
the Tunnel. In fact the new company may be called simply 
a combination of these companies to break the monopoly of 
the New England business so long held by the New York 
Central road. The new line has every advantage of dis- 
tance, grades and curves, and the company has plenty of 
capital. None of its stock is in the market, for it is of such 
a nature that public sale is not necessary. The contracts 
with the Fitchburg road are for a shorter time than the 
others, as it is quite likely that before the four years are 
past there will be some easier and more practicable route 
opened from the Tunnel to Boston. The road is crooked and 
has some heavy grades and sharp curves that are an objec- 
tion to it as a main line from m tothe West. A late 
proposition is to use the Boston & Albany road as far as 

Vest Brookfield and then construct a new line, in connec- 
tion with the New London Northern road, from there to the 
nnel. This would give a very fine route. Then the Massa- 
chusetts Central may be completed before the expiration of 
the four years’ contract. But even if the Fitchburg route is 
neglected, the other contracts — the other companies 
to send their business east by whatever line the Boston, 
Hoosac Tunnel & Western Company may choose. 
tan ay eran me are — am 
m, who see the need of doing something up 
business of the city, and the companies which 
cagnot send any business into New England, because the 


| new fence built and some new sidings laid. 


| ceivers $319,985, leaving $234,934 still due. 





|New York Central controls the bridges over the Hudson at 
Receipts and shipments of grain of all kinds for the week | 


Albany and Troy. This New England business is of much 


| importance, 66 per cent. of all that comes over the New 


York Central being said tocome into New England. When 
completed, through cars will be run over the new line from 
Boston to Chicago and all the other large cities in the 
West and Southwest. General W. L. Burt is President of 
the new company, and the rapid progress of the enterprise 
is due largely to his activity and energy.” 


Buffalo & Springville.—-This old project has been re- 
vived, but instead of building the whole 30 miles from 
Springville, N. Y., to Buffalo, it is now proposed to build but 


| 12 miles of road, from Springville to Arcade on the Buffalo, 


| New Y ¢ Philade b 
largest of the winter, and would be fair receipts during the | ow York & Philadelphia 


season of navigation, with the lake vessels and canal boats | 


Canada Southern.—The report that trains were to be 
withdrawn from the Chicago & Canada Southern road is de- 
nied. The line will continue to be worked as usual. 


Central of lowa—Receiver Grinnell reports the earnings 
for 1877 as follows: 
Gross earnings ($3,531 per mile)...................0ee eens 


SO CTE. UU BION GOUNELD ov chinasancieckeesacacdsseeccensce 519,628 





Net earnings ($996 per mile)..................-..25. $204,190 | 


During the year 752 tonsof steel rail and 65,020 ties have 
been laid; several bridges and trestles renewed; 14 miles of 
The Receiver 
has paid on account of debts of the company and former re- 
There are also 
Teper for equipment and for legal expenses amounting to 


| $185, 


The business of the road has suffered from the mild win- 
ter, decreasing the demand for coal, and making the roads so 
bad that grain could not be hauled to the railroad. It has 
also been permanently injured by the completion of the Rock 
Islarid branch to Oskaloosa, and the Burlington, Cedar Rapids 
& Northern to Grundy Centre, 


Central, of New Jersey.—A statement published by the 
Receiver in connection with the new plan of reorganization 
tives the earnings of this road for the year ending Dec. 31, 

877, as follows; 


Earn. P.c. 

per of 

Gross earn. aiapgunee. Netearn. mile. exps. 
$ $ 

Central Div'n.3,208,496,46 2,104,296.66 1,104,199.80 32,986 65.55 

Long Branch 

Division .... 


‘ 308,759.65 157,058.47 151,701.18 5,313 50.83 
Newark B’nch 153,860.17 72,049.89 81,810.28 19,233 46.79 


49,106.09 
'1,938,846.72 


28,571.62 20,534.49 2,042 58.31 


847,720.82 1,091,125.90 9,917 43.72 

Total...... 5,659,069.09 3,209,697.46 2,449,371.63 14,737 
Adding net earnings from various sources we have: 

ED SE sons cane thosnaekindektiatdbaasend $2,484,846.46 


Rental Lehigh & Susquehanna, 334% per cent of 
gross receipts 


Lehigh & Sus. 
Division. ... 





56.72 


646,511.34 
eR RR et ee gt | ee ee eee $1,838,335.12 


By the plan agreed upon by the joint committee repre- 
senting the various interests, the holders of the consolidated 
and convertible bonds are asked to surrender, for can- 
cellation, two and a half years’ interest, including past-due 
coupons; and accept in exchange a new 7 per cent. 24-year 
mortgage bond, of an issue not to exceed $5,550,000, interest 
payable semi-annually, secured by mortgage and deposit with 

2 


the trustees, on the following plan: 1. Unincumbered real es- 
tate now valued as $2,006,099.20. 2. $6,116,000 Lehigh 
& Wilkesbarre consolidated bonds. 3. $6,600,000 stock of 
the Lehigh & Wilkesbarre Coal Company. 4. The lease and 
stock of the New York & Long Branch Railroad, cost $2,- 
212,988. 5. The lease and stock of the High Bridge Rail- 
road Company, cost $985,582. 6. The lease and stock of the 
Longw Valley Railroad Company, cost $317,751. 7. 
The stock of the American Dock & Improvement Company, 
$3,000,000. 8. The agreement with the Delaware & Bound 
Brook and the North Pennsylvania Railroad Companies. 9. 
The lease and equipment belonging to the Central Railroad 
ery | of New Jersey (valued at $1,000,000), of the Le- 
high & Susquehanna Railroad Company. Such mortgage to 
be made asecond lien upon the property of the company, now 
covered by the consolidated mortgage. The property so mort- 
gaged to be unincumbered except as to the American Dock 

y aoe Company’s mortgage of $4,000,000; the 
Lehigh & Wilkesbarre Coal Company’s prior mortgages, and 
the rentals as afterwards stated. The property to be a fur- 
ther security for the principal and interest of the consol- 
idated and convertible bonds. A sinking fund to purchase 
and retire such funded interest bonds, of $50,000 per annum 
after July, 1881, and of all surplus income after paying a 
dividend of 7 per cent. on the stock of the company, is pro- 
vided for. e consolidated and convertible bondholders 
are to be entitled to name, through the trustees of the mort- 
gage, one-third of the directors until a dividend of 6 per 
cent. has been paid on the stock. Only those who shall sign 
the agreement and fund their = by May 1, 1878 are 
to have the benefit of the plan. e@ agreement may be de- 
clared binding by the Receiver on the company on April 15 
next, although all the holders of the consolidated and con- 
vertible bonds may not have signed. 

The blanket mortgage bonds, amounting to $3,300,000, 
issued and held with other collaterals, including the $6,116,- 
000 of Lehigh & Wilkesbarre consolidated bonds, by the 
creditors of the company, to secure about $4,500,000 of float- 
ing debt, are to be paid off and canceled. The holders of the 
$5,384,000 Lehigh & Wilkesbarre bonds not owned by the 
Central Company are asked to fund three years’ interest in 
income bonds and to cancel the Central Company's guarantee, 
in consideration of which the railroad company agrees to 
prefer the bonds above named, and the income bonds, above 


the remaining $6,116,000, so far as interest is concerned. | 


The coupons upon the last named portion of bonds are to be 
canceled as they fall due, without accumulation, except 
poe foreclosure proceedings, and the guaruntee is also to 

canceled on them. These privileges are not to hold 
good in respect to holders of the $5,384, of bonds who do 
not sign the agreement by April 15, and fund their coupons 
and present their bonds to be stamped by May 1. The rail- 
road company are not to instigate, but are to make every 
exertion to prevent, any default or foreclosure of any of the 
mortgage liens. 

The holders of the American Dock & Improvement bonds 
to the amount of $3,000,000 are required to forbear to pros- 
ecute the Central Railroad Company, on account of the 
guarantee, before July 1, 1883, and in consideration, the 
aS to deposit with the trustees named in the mort- 
gage $700,000 of the bonds held by the railroad company, 
which shall be applied at par, so far as may be necessary, in 
payment of the interest then due and unpaid by the dock 
company. Any surplus left is to be returned to the railroad 
a. Holders of the bonds, however, are not to relin- 
q ish the guarantee nor the right to be paid their coupons 

the sale of lands. 


to the and coal com: 


These have 
the exception of about $200, 


i cock 00 en 


— —— a 
| an extension to Nov. 1, 1880, on condition that the interest 


$723,818 | 
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and one-twelfth of the principal be paid every three months. 
This agreement is in writing with the Receiver, and is ap- 
sroved by the Court of Chancery of New Jersey. The col- 
aterals are to be surrendered pro rata as the debts are paid. 
The Receiver is to be authorized to settle the unsecured 
claims, amounting to about $700,000. 

Stockholders are to surrender 10 per cent. of their stock, 
and in return they are to receive the new mortgage bonds of 
the issue provided for the funded coupons of the consolidated 
and convertible bonds. They are also to surrender for can- 
celation one out of every 10 shares of stock held by them, 
and receive in lieu, at par, an income bond, payable in 30 
years, without mortgage, at 7 per cent., if earned, payable 
semi-annually, interest not to accumulate, and only to be 
paid out of surplus income of the bompany after payment of 
prior charges. If the whole sum of $2,036,800 in cash be 
not raised from or assessed by the stockholders, the Receiver 
shall have the right to dispose of any income bonds not taken, 

, to stockholders who shall have taken their proportion of such 
| bonds, on their further surrendering stock for these bonds, 
and taking mortgage bonds for cash at par, or to any stock- 
| holders subsequently on the same terms. 
If the necessary consent of the owners of the company’s 
| leased lines can be obtained to the execution of the agreement, 
| also the consent of a majority of theLehigh & Wilkesbarre and 
the American Dock & Improvement bonds, and if 81,020,000 
| shall have been paid or assured by the stockholders by April 
15 next, the Receiver of the Central Railroad of New Jersey 
is authorized to declare the agreement binding, and shall 
proceed to deliver the bonds on May 1 following, and other- 
| wise carry the plan into execution. The Receiver of the 
| Central Railroad of New Jersey, John 8S, Kennedy, John E. 
| Johnson, Jacob Vanatta and George Manley are appointed a 
| Committee of detail, and have authority to extend the time 
| for the performance of the various acts to be performed be- 
| yond the dates above given, and to regulate and direct any 
matters of detail necessary to the execution of the plan. 
The capital account, if this agreement is carried out, will 
e: 





Ns cis osc cota tendek vase ws 6 oka: chats Sane eee ... $18,331,200 
First-mortgage bonds.............. @.. ...$5,000,000 

Newark & New York bonds................ 600,000 

Lehigh & Susquehanna bonds assumed.... 2,310,000 
Consolidated and convertible 


bonds.... ... 19.400,000 
aCe 8,000,000 


New mortgage bonds........ 





35,310,000 
DE. sc sacectireatt weed ties italien ves sees eee +Q58,651,200 

The rental charges on the Long Branch and South Branch 
roads are $59,832 yearly. Even including the leased lines 
in New nny J as substantially owned, this would be at the 
rate of $109,946 stock and $215,305 bonds per mile. 

The interest and rental charges on which no default has 
been made are $622,949 yearly, not including the Lehigh & 
Susquehanna rental. The entire annual charge, when the 
time for which coupons are funded expires, will be $2,540,948 
yearly, besides 333¢ per cent. of the gross earnings of the 
Lehigh & Susquehanna road. The apoces of the new 
plan estimate that the net earnings will easily exceed this, if 
the coal business is good and fair prices are realized. 


Central Pacific.—Much damage has been done to this 
road about Sacramento, Cal., and on the Oregon Division by 
the recent high water in the Sacramento River and its tribu- 
taries. On the Oregon Division especially several bad wash- 
es are reported and some bridges have been carried away. 
The California Pacific has also suffered much damage. 


Chicago & Alton.—Private dispatches were received 
in New York, Feb. 26, stating that the Court of Appeals at 
St. Louis had decided the Wiggins Ferry case in favor of the 
Chicago & Alton Railroad. The court mentioned is a St. 
Louis Court, which is subordinate to the Supreme Court of 
the State. Mr. Wiggins has stated that the case would be 
carried promptly to the Supreme Court. 

The suit was for damages for violation of contract between 
the Chicago & Alton Railroad and the Wiggins Ferry Com- 
pany, the amounts involved aggregating to date about #400,- 
000. The ferry company obtained judgment, in 1876, in 
the St. Louis Circuit Court, for over $100,000 in the first 
suit against the company, from which an appeal was taken 
by both parties to the suit. The case decided on the 26th 
was on this appeal. 


Chicago & Pacific.—Receiver Whitman reports as fol- 
lows for November and December: 


ER, SE RS a nn pee Ean $24,150.42 

Receipts from operation............... cesecsereeees 34,618.94 

NN iin cigs deans Uheed sbibeenet <b eciaetataied $58,769.36 
Survices, supplies, DOD, corswesrsncce 2vecnce $29,275.22 
Chicago & Pacific Co. old accounts....... 505.04 
Chicago & Northwestern crossing....... ; 5,290.02 
Interest on Receiver's certificates......... 12,973.65 

__ 48,044.83 

a ae oe errs re $10,724.53 


The disbursements were $13,425.89 in excess of the re- 
ceipts. 


Chicago & Paducah.—Receiver Ellery reports for De- 
cember and January total receipts $51,707.66; disburse- 
ments for the two months, $43,697.85; balance on hand Jan. 
31, $8,009.81. 

Cincinnati Southern.—After a long discussion the 
Cincinnati Chamber of Commerce has passed resolutions re- 
questing the Legislature to pass a law authorizing the city of 

‘incinnati to vote on the question of raising #2,000,000 
more to complete this road to Chattanooga, About $16,- 
000,000 has already been spent on the road and nearly all 
the grading and bridging are done. The $2,000,000 now 
asked for will, by a close estimate, be sufticient to finish lay- 
ing the track, but not to provide equipment. 


Cleveland & Mahoning Valley.—It is proposed to ex- 
tend the Niles & New Lisbon branch of this road from its 
present southern terminus at New Lisbon, O., southeast 
about 14 miles to East Liverpool on the Ohio River. The 
company offers to furnish the iron if the people along the 
line will grade the extension and furnish the ties. It is pro- 

osed to use the bed of the old canal for the new road. At 
Fast Liverpool there are considerable manufactories of pot- 
tery and firebrick, and the proposed line will pass some coal 
mines and a large deposit of fire-clay. 


Denver & Rio Grande.—This company has formed an 
organization in New Mexico for the pu of building the 
extension of the road southward through that Territory. 


Des Moines & Minnesota.—This road is now com- 








pleted and in operation to Lakin, in Hamilton County, Ia., 
13 miles northward from the late terminus at Story City 


| and 60 miles from Des Moines. Work is being pushed on 
| an extension of 15 miles further, to Webster City. 


| Detroit & Milwaukee.—It will be remembered that the 
| latest plan for the reorganization of this company pro 
| the issue of $2,000,000 first-mortga 
The creditors, to whom is | old divisional mortgage and pay the 
owing about reece ee | hold about $9,500,000 of collaterals 
all, 


posed 
bonds to take up the 
iver’s debts, and a 
second mortgage for 23,000,000, the latter bonds to be ex- 
ie present first and second mortgage bonds. 

and Tribune says: 


sete 








THE RAILROAD GAZETTE. 








“Tt now seems probable that this proposition will be mod- 
ified to the extent of issuing only one set of bonds, to the 
amount of $6,000,000, guaranteed by the Great Western. 
All these w ould, of course, be a first lien on the Detroit & | 
Milwaukee. Of these $3, 600, 000 would bear interest at 8 
per cent., and w ould be sold and the proceeds appropriated | 
to pay the receiver’s cer tificates, the Oakland & Ottawa 
bonds and other prior liens. The balance would bear 6 per 
cent. interest, and would be delivered to the first and second | 
bondholders on the same footing, giving them about 70 per 
cent. of their claims. 

‘This arrangement would be even more satisfactory to the 
second bondholders than the other, since it would make the 
new bonds which they would get a first lien on the road, and, 
in addition, backed by the Great Western guarantee. This 
proposition has not yet been formally made, but a strong | 


pressure is being er forth in its behalf, and the chances | 


seem to favor it. 
a few days, setting forth the proposition in detail.” 

Such an issue would be at the rate of $31,746 per mile of | 
road, and the annual interest would be $420,000, which is 
more than three times the net earnings of 1877, nearly five 
times the net earnings of 1876, twelve times the het earnings 
of 1875, twice those « of 1873 (there was a deficit in 1974), 
and a little less than those of 1872. 


Kast Line & Red River.—Trains on this road are 
now running regularly to Pittsburgh, Texas, the county 
seat of Camp County. This is 15 miles westward from the 
late terminus at Dangerfield, and 45 miles west by north 
from the eastern terminus at Jefferson. 


Erie.—A dispatch from London, Feb, 21, states that at a 
meeting of bondholders on that day resolutions were passed 
approving the plan of reorganization, indorsing Receiver 
Jewett, and denouncing the parties who are pushing the 
present suits against him. 

On the hearing before the Referee, who is examining the 
Receiver’s accounts in the foreclosure suit, it has been de- 
cided that objections to the examination of the accounts in 
their present form, and to the joint examination under the 
foreclosure suit and the Attorney General’s suit, must be 
presented to the Court ang not to the Referee, he having 
power only to make the examination as ordered by the 
Court. 

No further progress has been made during the week in the 
complicated litigation now before the courts. 


Fitchburg.—This company as lessee, and the Vermont & 
Massachusetts Company as owner, make joint application to 
the Massachusetts Legislature for authority to sell the section 
of the Vermont & Massachusetts road between Miller’s Falls, 
Mass., and Brattleboro, Vt. This branch is leased to the 
Central Vermont, and used asa part of the New London 
Northern road. 


Framingham & Lowell—This company has petitioned 
the Massachusetts Legislature for special authority to issue 
$525,000 preferred stock for the purpose of making a settle- 
ment with its creditors. 


Grand Rapids & tndiana,—This Company makes the 
following report for the year ending Dec. 31: 








1877. 1876. Inc. or Dec. P.c. 

Gross earnings........ $1,094,556 $1,137,539 Dec. $42,983 3.8 
BXPORGGR. v2.0 c008 vee 748,647 821,032 Dec. 72,385 8.38 
Net earnings ... $345,909 = $316,507 Ine.. $29,402 9.3 
Const. and equipment 36,589 73,245 Dec. 36,656 50.0 
en $309,320 $243,262 Inc.. $66,058 27.2 


The expenses were 68.39 per cent. of earnings in 1877, and 
72.18 per cent. in 1876. 


Houston & Texas Central.—This company has for 
some timo been annoyed. by the constant loss of valuable 
freight from its trains. Efforts were made to find out the 
guilty parties, and it is believed that an organized conspiracy 
has existed to plunder the freight trains. A number of ar- 
rests have been made of persons living along the line and of 
employés of the company, and several station agents have 
been discharged, the company believing that they had tried 
to conceal the thefts. 

On the night of the 22d an express train on the road was 
boarded at Allen, Tex., by a number of armed men, who 
forced the engineer to run the express car down the track, 
where they broke open the safe and took some $ 
robbers escaped and had not been fownd at latest accounts. 





Intercolonial.—The report of the Board of Public Works | 
of the Dominion of Canada for the year ending June 30, 
1877, states the total expenditure on capital account for | 
the 745 miles included in the Intercolonial system at | 

$35,682,249.11, or $47,895.64 per mile. The amount ex- | 
pende d duri ing the year was as follows: 
Gener 2 payment for works between Riviere du fomp 
ee eRe eres, ere eee ‘ 
Snow sheds between Moncton and Halifax........... 
Halifax extension to new terminus........ .... ...... 
St. John deep-water terminus........... 





MOE. 6. Sudvcumiseniuehenbeeiietadan, 68 0iaei- nine $1,318,352.19 
On the 718 miles worked (the Windsor Branch, 82 miles, 
being leased) the earnings were: 
Gross earnings ($1,619 p. r mile).... ......... eye 
Working expenses (126.62 per MIE Scie wscocancdss 1,461,673.55 
Replacing iron rails with steel on older lines. 3 200,000.00 





.$1,661, 673. 55 


Total expenditure................... 
SONNE shh cae naiecdes cia sauce ae $507, 228. 20 


The gross earnings showed an increase of $305,584, or 36 
per cent. the traffic of the line having increased steadily | 
through the year. The condition of the road is most satis- 
factory and a proof of its efficiency is given in the high rates 
of speed at which the mail trains are forwarded during the 
winter. The quickest run was made between Halifax and 


Riviere du Loup in 1544 hours, the distance being 561 miles, | 


or equal to 86 miles an ‘hour. 


! 
Jamesville & Washington.—The President of this | 


company is now making arrangements to secure the building 
of a branch from Dymond, N. C., to Roberson, in order to 
make connection with the Tarboro & Williamston road. 


Jeffersonville, Madison & Indianapolis.—The fol- 
lowing statement is made of the business of this road for the 
year 1877: 












PUOUION: iiicssai dcudaveennanen RA Mama ba weks Ueacebeinctedes S$741.911 
IR SSRs SIE aie aes ea a ae ae a 357,26 
MERC, HEE cree ce cae Chccccecheecns calvcnn 78,803 
Total ($5,212 per mille)...........0.2.cceee cee eees $1,177,976 
EERPONOOR Cer EE UD Den cc cscs csatanssccsecsssceconis 678,945 
Net earnings ome POT TONG. 5.svcinnsscesascas $499,033 
Resbewree GM Re rataie wines hour RoR kk ches ceicns $337,207 
SERRE SUNNY 5..\'s.0 ins «cea eaw huh Remeicaneskecns 15,000 
Dividends on stock..............0005 phate --» 140,000 
Maintenance of organization.... ... ; 1,800 
—~-—- 494,007 
Net balance to lessee...... ibe Sedee+.<e sxe : oe 026 | 


For 1876 the lessee (the Pennsylvania Cc Yompany) reported 
n deficit of $36,502, after paying all charges 


i 


circular will be issued to bondholders in | 


,500. The 


$1,004,05 7. 16 | 
4 


» $1, 154,445.35 | ’ i . 
>| suggestion of the committee should be follow ed out. This 


Junction & Breakwater.—The contract for grading 
the branch, six miles long, from Lewes, Del., to Rehoboth 
| Beach has been let to Hyde & McNatt, of Wilmington, Del., 
who begin work this week. 


Lehigh Coal & Navigation.—At the annual meeting 
| in Philadelphia, Feb. 26, President Clark reported for the 
|vear 1877 7, as follows: Total receipts, $994,665.98; total 
disbursements. $1,189,321.39; balance charged to the divi- 
dend fund, $194,655,41; which, deducted from $657,688.34, 
the balance to the credit of the fund, Dec. 31, 1876, leaves 
credited to the fund, Dec. 31, 1877, $463,032.93; total coal 
tonnage, 3,116,169 tons, bei sing 70,942 tons more than that 
| for the previous year: total receipts from the company’s 
| railroad, $1,939,534.05 5, being $830,291.89 less than those 
| for 1876; the company’s proportion of these receipts, $646,- 
511.34, and its compensation from the Receiver of the Cen- 
| tral Railroad for passenger trains withdrawn, $20,000. 








| railroads was $256,763.98 less than that for the previous 
| year and the tonnage larger than in any former year, but 
transported at unusually low rates. The improvements 
made by lessees at a cost of over $1,100,000 and the ad- 
vanced royalties of over $700,000 were abandoned to the 
to the latter, subject, however, to redemption until July 
very much less than their cost, the mines are in a much 
better condition than they were when the company parted 
with them, and have a productive capacity of over 400,000 
tonsa month. No further expensive improvements will be 
necessary for several years. The canals are in excellent 
condition. 

The unsatisfactory results of the business of the past year 
during the whole year, although that was the principal 
cause. 
again, when the railroad men resumed, the miners refusing 
to work. 
is but little changed from what it was at the end of 1876. 
An improved coal trade would enab le the company to pay 
this amount out of surplus earnings over fixed charges, or 
would restore its credit so that bonds could be sold to cover 
the amount and thus leave the earnings over interest and 
other charges for the stockholders. The disbursements of 
the current year for interest, rentals, taxes and general ex- 
penses are estimated at $1,328,700, being $653,000 less than 
the amount expended for the same items in 1873, the last 
year during which the company operated its canal and 
mines. 
Wyoming coal lands at the end of that year, and to the fund- 
ing in 1874 of the large floating debt. The average revenue 
for the last three years, during “which the company managed 
its own mines and canals, was $1,639,666. 

There was some discussion over the report and its consid- 
eration was finally postponed to an adjourned meeting to be 
held March 12. 


Little River Valley & Arkansas.—This narrow- 
gauge road is now completed from the Mississippi at New 
Madrid, Mo., west by south through Stoddard and Dunck- 
lin counties to Malden, a distance of 27 miles. Trains are 
running regularly and the first shipments of freight from 


New Madrid. 
last year. 
Macon & Brunswick.—This road is now running, to 
accommodate the Florida business, a daily sapere train be- 
tween Macon and Brunswick, connecting at the latter place 


run through to Jacksonville. This is known as the Cumber- 
land route, and the time between Macon and Jacksonville is 
about 20 hours. A second daily train is run between Macon 
and Jesup, connecting at Jesup with the Florida express 
trains on the Atlantic & Gulf road. 


Marietta & Cincinnati.—A meeting of bondholders 
was held in Baltimore, 
committee appointed at the previous meeting. Mr. N. W. 


King, Jr., the Receiver of the road, had been visited, and all 
the information ne« essary to give the bondholders a state- 
ment of their position in re gard to the road, and the prospect 
of its meeting its obligations, had been obtained. Whi in- 
| formation was very lengthy, and the committee had there- 
| fore decided to print it and distribute it among the bond- 
| holders. Mr. King stated to Mr. Spence that the interest on 
| past due coupons could not be paid the first-mortgage bond- 
holders until some time in April. The committee stated that, 
in accordance with the decree of the court, the Receiver was 
| paying 8 per cent. on the stock and 7 per cent. on the bonds 
lof the leased Baltimore Short Line road. The committee 
recommended that the bondholders present contribute $1 on 
every $1,000 bond, to employ counsel in the West to look 
after their interests, and endeavor to obtain an equitable dis- 
tribution of the receipts of the road among the owners of the 
main road and its feeders, and not to allow the payment of 
the obligations on the Baltimore Short Line, so as to exclude 
the bondholders of the Marietta & Cincinnati road proper. 
| Mr. Taggart addressed the meeting, speaking of the exact 
| position of the bondholders, and urged that this was the time 
tor them to regain control of the road. He thought that the 





suggestion of the committee was adopted, and a paper ein- 
bodyving an agreement to pay the assessment was circulated 
| and signed by those present. This ended the business, and 
| the meeting adjourned. 

| Meadville & Pittsburgh.—A considerable amount has 
| been subscribed to the stock of this company, which pur- 
poses building a line from Meadville, Pa., west to Linesville 
}on the Erie & Pittsburgh road, about 15 miles. 
ville Journal reports that the Pennsylvania Company has 
expressed its willingness to build and work the road, pro- 
| vided the people interested will raise $75,000, or about haif 
the estimated cost of the line. 


Missouri Railroad Rates.—The Missouri Railroad 
Comunissioners have notitied the railroads of the State that 
the law fixing maximum rates on passengers and freight will 
be put in effect next month. By the law of 1868 most of 
the roads were exempted from State interference with rates 
for ten years, and that period has expired. 
lines a considerable reduction in passenger rates will be ne- 
cessary to conform to the law. 


Muskrat Lake.—Mr. J. V. Boynton, of Grand Rapids, 
Mich., will soon, it is said, begin work on a lumber road from 
Cadillac, Mich., north 12 miles to Reeder on Muskrat Lake. 
It will be a light, cheap road, and will furnish transporta- 
tion for a large tract of pine land. 


New Mexico & Southern Pacific.—A company by 
this name has been organized to build that part of the pro- 
| posed extension of the Atchison, Topeka & Santa Fe road 
| which will be in New Mexico. Surveys are to be made of 
| several lines through the Territory 
| 


Minnesota.—This recently-organized com- 
narrow-gauge road from the 


| Northern 
sany purposes building a 


4 Northern Pacific, near “Wadena, Minn., westward through | 


| Tordenskjold and Dane Prairie to Fergus Falls, about 50 


The report further states that the rent received from the | 


company without compensation when the property reverted | 


next. Although the present value of the improvements is | 


Gross receipts 
were not due alone to the low price of coal which prevailed | 


There were strikes—first in July on the railroad, and | 
The floating debt of the company, $1,002,480.78, | 


| for the eight months preceding Dec. 31, 


This reduction is due principally to the sale of the | 


the road were made last week to St. Louis, by steamer from | 
Twenty miles of the road were completed 


with a steamboat line to Fernandina, whence daily trains | 


Feb. 23, to hear the report My the | 


Spence, Chairman of the committee, reported that Mr. John | 


| for a railroad of two feet gauge from Princeton, Mass., 


The Mead- | 


On most of the | 
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miles, and thence north up the Pelican River to Pelican 
Rapids, 22 miles. Its object is to open up a large district 
which is now being rapidly settled. The line will occupy in 
part the region that would be served by the completion of 
the St. Vincent Extension of the St. Paul & Pacific from Mel- 
rose to Glyndon. 


Ohio & Mississippi.—The Receiver, Mr. John King, Jr., 
has made a report to the Court for the period from May 17 
to Dec. 31, 1877, a summary of w hich is published. The 
floating debt on Nov. 18, 1876, was $1,401,736.17, part of 
which was paid, leaving: 
Unpaid May 17, 1877...... 
Old claims since audited... 


ieaeee $797,655.51 
19,811.29 


Total.. 
Aimount paid since “May 17 





Unpaid, Dec. 31, 1877 $694,993.28 

Interest on the 7 per cent. de be nture sinking fund bonds is 

unpaid since Nov. 1, 1876. The unpaid interest on the mort- 
gage debt secured on the main line up to Dec. 31 was: 


Accrued up to May 17, 1877 Serer ree $149,260.00 
since * so ‘ oe isbencssbencks Me 


aN = AOU WEE Be ene aa TRE PES emery to ee Tee $580,462. 2.19 
Under the agreeme ent ‘of purchase of ‘the Springfield Divis- 
ion May 1, 1875, the provision for funding coupons on 
$3,000,000 for two years ceased to operate May 1, 1877, and 
the interest accruing on those bonds Nov. 1, 1877, then be- 
came payable and remains unpaid. The gross receipts from 


all sources, including cash on hand May 18, 1877, were as 


follows: 


EE OER Te .$3,008,189.42 
Paid claims pr ior to Nov. 18, 1876...... $122,4 
Paid claims arising since that date..... 2, 788, 059.8 3 

. ——— 2.910,533.45 









Balance, Dec. 31..... $97,655.97 
The net earnings on the n main line and Springfield Division 
1877, were $535,- 
106.51. Claims have been audited amounting to $19,811. 29 
since May 18, 1877, but the chief claims remain unsettled. 
The taxes on the tangible property of the company, viz., 
$83,772.08, have been promptly paid since 1875. In con- 
cluding the report Mr. King recommends strongly that the 
property of the company should not be sold under foreclosure 


| proceedings. 


Pacific Mail.—An agreement has been concluded by 
which this company buys out the Panama Transit Company, 
the rival line started some time ago by parties interested in 
the Panama Railroad. The price paid: for the line is $1,350,- 
000, of which $350,000 is paid in notes and $1,000,000 in 
Panama Railroad bonds, which that company loans to the 
Pacitic Mail on a pledge of its steamships. The Pacific Mail 
at the same time obtains an extension of time on the $400,- 
000 it already owes the Panama Railroad Company. 


Pittsburgh, Wheeling & Kentucky.—The Pitts- 
burgh, Cincinnati & St. Louis Company, which will work 
this road, began to run regular trains over it Feb. 25. Two 
vassenger trains are run daily. The distance between 
Vheeling and Pittsburgh by the new line is 66 miles, or 2 

miles less than by the Cleveland & Pittsburgh road. 


Port Huron & Northwestern.—A company by this 
name has been organized to build a railroad from Port 
Huron, Mich., north to Lexington, about 18 miles, and 
thence to a point on Saginaw Bay not yet decided on. An 
active canvass for subscriptions is being made along the line. 


Prince Edward's Island.—On the 196 miles of the 
Prince Edw ca Island Railway for the year ending with 
June, 1877, the receipts and expenditures were, as reported 
by the Canadian Board of Public Works: 


| Gross earnings ($667 per mile)...... ............6. 005 $130,664.92 


Expenses (174.90 per Cent.)..........csccsccsccceeees 228,595.25 


Ny thik oees ce cconnedsubcencasi cars ncncncenea $97,930.33 
The gross receipts increased $12,604, or 10.7 per cent. 
The expenses include $18,267.17 for ‘the substitution of steel 
rails for iron rails between Charlottetown and Royalty, a 
distance of 5% miles. The Prince Edward’s Island road is 
of 3 ft. 6 in. gauge. 
Princeton.—A special charter has been petitioned for, 
east- 
ward to Pratt’s Junction, “on the Boston, Clinton, F itchburg 
& New Bedford road. The distance is about 10 miles, 
through a rough, hilly country. 


Rome, Watertown & Ogdensburg.—A dispatch 
from Utica, N. Y., Feb. 27, says: ‘“‘ Without any warning 
preparations were made to-day for removing the locomo- 
tive, coach, boiler and car shops of the Rome, Ww atertown & 
Ogdensburg Railroad from an to Oswego. The work 
was hurried through with great secrecy to-day, and to-night 
the material, finished and unfinished, with machinery, was 
sent to Oswego by a special train. The shops have been 
located in Rome since the road started, nearly 30 years ago. 
Great excitement exists among the people of Rome and the 
skilled mechanics thrown out of work. 


Rumford Falls & Buckfield.—Notice is given that 
this company has been appointed Receiver of the Portland 
& Oxford Central Railroad. That road has been abandoned 
for several years, and it is proposed to use its track as a part 
of the new road. 


Sioux Valley.—This company was recently organized for 
the purpose of connecting the towns of Beloit, la., and Can- 
ton, Dakota, with the Sioux City & Pembina road. 


Southern Pacific.—Series B, C and D of the first-mort- 
gage bonds of this company have been put on the list’ at the 
New York Stock Exchange. Each series includes 5,000 
bonds of $1,000 each, series B being numbered from 17,000 


} to 22,000; series C from 22,000 to 27,000; series D from 


27,000 to 32,000, each inc Jusive. The total bonded debt of 
the ¢ Sal is now $29,300,000, bearing 6 per cent. inter- 
est in gold 


Southwestern Rate Association.—At the monthly 
meeting in St. Louis, Feb. 26, the St. Louis roads put ina 
claim for a larger percentage of the earnings on pooled busi- 
ness than they have hitherto received, but ‘the C hicago lines 
refused to allow it. It was then agreed to maintain present 

rates until March 15, when the 40 days’ notice of withdraw- 
al from the association given by the St. Louis roads will ex- 
wp It is said that they will certainly then withdraw, un- 
ess their claims for an increased proportiou of business are 
allowed. 


Standard Oil Company.—On the petition of H. L. 

Taylor, J. Satterfield and J. Pitcairn, for an accounting and 
the appointing of a receiver for the Standard Oil Company, 

a hearing was had last week in the Butler County (Pa.) 
Court, lasti ing three days, <A large number of affidavits were 
filed on both sides, and the case was sharply contested by the 
counsel for the company, who sought to show that the part- 
nership or trust had not been disso! 9 and that all matters 
arising between the parties should be decided by the terms of 
the agreement, a copy of which was submitted to the Court, 
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At the close of the hearing, the Court took the papers and would have been £644,487, or 69.66 per cent. of expenses, 

announced that a decision would be given in a few days. | and the net earnings, after deducting taxes, $239,542.52, or 
On Feb. 26 the Court filed its decision, granting the appli- $1,267.42 per mile, 

cation, appointing Thomas McFarland, Receiver, and fixing The Receiver gives a statement for the 3214 months of the 

his bond at $300,000. Mr. McFarland will at once take pos- | receivership, from April 16, 1875, to Dec. 31, 1877, which is 

session and begin the examination of the accounts. Officers (condensed) as follows: 

of the company say that the Receiver’s powers apply only 


’ 5 5 Scena sap arate tare une oO OL ORT COLT EEN 2,591,595.13 
to the Taylor oil property in Pennsylvania. Expenses and taxes (80.37 PRINS vocickncaneascnses S513 368,08 
St. Joseph & Des Moines.—This company has executed it Aetna 57s eo h5), LAM SIA, ie ~ $278,230.09 


a mortgage upon its projected road to A. M. Saxton, trustee, | Interest on prior bonds and short loans. ..8131,493.58 
to secure a proposed issue of $250,000 in bonds. Improvements of road 122,926.13 


Texas & Pacific—A majority of the Pacific Railroad i adie — een 








Committee of the House of Representatives has made a re- | PD 55s bass cx cent ego wapeaein deenates 455% $23,810.38 
port in favor of the grant of Government credit asked by! The Receiver'’s general balance s is WS: 

the company for the whole line from Fort Worth to San tinnn ons tonal a 31. 1877 oe eet hon Seen 39 552.96 
Diego. The subsidy is urged on account of the necessity of | insurance premiums paid for 1878.00. eee 28 
a competing line to California and also of the great im§ | Steel rails, balance divisible to future years............ 212.537.45 


portance to the Government of the line through Western | Locomotives, paid by certificates.....)..............--- 2,000.00 
Texas, New Mexico and Arizona. | Grand River bridge, part paid by certificates........... 10,000.00 
The minority of the committee will present a report op- | Liabilities, April 15, 1875, paid ............... 66.26... 216,408.89 


posing all subsidies or grants of credit to any company. | Costs of foreclosure suit 49,450.00 


77,438.46 
Ulster & Delaware.—This road extends from Kingston, | — 
N. Y., through a hilly and difficult country into Delaware Total...............0200. eens eee ere e eee $658,844.11 
county—one of the best dairy counties in the State. The | | neem revenue account 
page 2 ee Mi P “ < and April 15, 1875.............. 
milk produced there has hitherto been used in making butter | Unclaimed coupons, December wages 
and cheese, but it is now proposed to arrange for its ship- | Bills payable outstanding 
ment to New York asa part of the regular supply of that | Receiver’s certificates............. oes ROR 
city. The shipments will be made over this road to Kings- | Sundry accounts due..................-+.5+ 58,272.79 
ton, and thence down the Hudson River by boat; but a rail $658,844.11 
line to New York will be supplied by the proposed extension | During this receivership there have beeen laid 2,000 tons 
of the Montclair & Greenwood Lake road to a connection | of iron and 7,999 tons of steel rails, making 150 miles of 
with the Wallkill Valiey road at Montgomery. It is thought | the track now laid with steel. The total cost of laying the 
that there is room for the new supply, and that it will give | steel has been $413,863.68, of which $212,537.45 is charged 
the road a profitable traffic. | to a suspense account to be spread over future years. There 
have been 29.5 miles of sidings relaid and 4.75 miles of new 
sidings built. The road has throughout been raised to grade, 
150 miles fully and 23 miles partly ballasted. Iron bridges 












Wabash.—This company furnishes the following compar- 
ative statement for the year ending Dec. 31: 



















_ earnings: ae BT. as eneeeeie . Inc. i. P.¢. | have been built over Maple River and Grand River, a num- 
Ate eth eas 7 Dame g i * a 05 a ey ery g'3 | ber of wooden bridges renewed, and many culverts rebuilt. 
i ts “77539450 156-117-735 Dec. 10:783.25 6.9 | Three new stations have been built and many repaired. The 
Express ........ 87,768.18 97,123.40 Dec. 5 9.6 | dangerous grade at Pontiac has been reduced and a new 
Miscellaneous... 63,789.64 148,845.73 Dec. 57.2 | road made through Saddle-bag Swamp, avoiding a crooked 
- —— -— and difficult piece of road. Besides repairs, 67 new cars 

Total..........$4,585,914.30 $4,567,286.45 Inc. $18,627.85 


0.4 | have been built and four heavy engines bought to replace 
| old ones broken up. The line is now in good condition to be 
oat worked with reasonable economy. 
a ee | 


Morris & Essex. 


3.3 
. . om This company owns a line from Hoboken, N. J., to Phil- 
33,163.96 6.5 | ere, | miles, and the Boonton Branch, a loop line from 
580,497.02 Dec. 223,868.97 38.5 | rgen Junction to Denville, 34 miles, making 118 miles in 


Expenses ; 
Conductin 

transportation$1,081,299.88 $1,088,.751.77 Dec. 
Motive power 

and cars...... 1,185,321.95 
Repairs of way 

and structures 
Renewalsof way 


$7,451.89 


1,226,304.80 Dee. 40,982.85 





473,728.17 506,892.13 Dec. 





— 357,128.05 — all. It leases the Newark & Bloomfield road, from Roseville 
equipment.... 45,142.50 35.837.61 Inc. 9,304.89 26.0 | t0 Montclair, 6 miles, and the Chester Railroad, from Dover 

General expen- to Chester, 13 miles, making 137 miles worked. The whole 
OR cais cece 58,209.38 140,828.92 Dee. 82,619.54 58.7 property is leased to the Delaware, Lackawanna & Western 

Taxes and in- : é a __|Company. The following figures are from the report made 
surance....... 128,881.48 152,888.50 Dec. 24,007.02 15.7 | to the State Comptroller of New Jersey for the year ending 
Total _.$3,329,801.41 $3,732,000.75 Dec. $402,199.34 10.8 | Pec. 31, 1877. 


The capital account is as follows: 











Net earnings. . .$1,256,112.89 


$835,285.70 Inc. $420,827.19 50.4 | Stock ($127,119 per mille)..........sccccceccesccscess $15,000,000.00 

Disposition of income; ! Bonds ($167,339 per WEG 0s 6 Fos bcewkacantscmeaees 19,746,000.00 
Cc structic s P ccctesensieniiesenseenemsm 
aed tances. | Total ($294,458 per mile)...........0..0.c.ee00s $34,746,000.00 


| Less sundry assets 950,490.55 

20,877.15 75.4 | ne 
on a ical ea re $33,795,509.45 
|Cost of railroad ($148.738 per 


ments, equip- 
ee 
Construction 
Roadway and 


$48,592.57 $27,715.42 Ine. 





























structures.... 147,121.58 239,251.84 Dec. 93,130.26 38.5 | _mille)........-...- 0-0. .- 1. een ewes ees $17,551,083.02 
Rent of track. Cost . Pe - 
a & Q. mile -» 12,140,592.13 
BM censsicose 31,823.10 49,755.78 Dec. 17,932.68 36.0 | Piers and docks at Hoboken 3,429,839.68 
Rent of track. Ship canal at Hoboken ............. 673,994.62 
T, P. & W. ——— 33,795,509.45 
Sa . 12,500.00 10,000.00 Inc. 2,500.00 25.0; The bonded debt was increased during the year by 
—, au tee, | wr.benee $552,000. The earnings for the year were as follows: 
ee exes —— 1877. 1876. Ine, or Dec. P. c. | 
Equipment ener... piped apes, et pee. ryt RY 
ek. . ses " 2.420, 6 | Freight........ 902. 772,844.34 Dec. 128,941.46 16.7 
Ceeats....... SR eee eee... 1,729,436.15 1,630;661.08 Inc, 98,775.07 6.1 
Total.......... $285,117.25 $396,723.04 Dec. $111,605.79 28.1 Othersources, 224,608.34 200,110.95 Inc. 24,497.39 12.2 
Surplus....... "$970,995.64 $438,562.66 Inc. $532,432.98 121.4 Total.. .$3,368,441.05 $3,452,319.37 Dec. $83,878.32 2.4 
The expenses were 72.61 per cent. of gross earnings in 6 ee eee eee _— = 
1877, against 81.72 per cent. in 1876. | Net earnings. .$1,222,507.35 $1,184,723.56 Inc. $37,783.79 3.2 
; |Cher mile,” 24,587.16 25,199.41 D 612.2 4 
r mile.... 587. 25,199. ec. 225 2. 
ANNUAL REPORTS. | ude aen'geber 0 ‘ : 
a is. 5... 8,923.41 8,647.62 Inc. 275.79 3.2 
Detroit & Milwaukee. P.c. of exps... 63.71 65.68 Dec. 197 3.0 


Other payments are not stated. The rental paid by the 
lessee is the interest on the bonds and7 per cent. on the 
stock. Allowing interest for only half the year on the in- 
crease in the debt, the rental would amount $2,412,900, 
leaving a deficit of $1,290,392.65 to be met by the lessee. 


This road extends from Detroit, Mich., north by west to 
Owosso and thence nearly due west to Grand Haven, Mich., 
189 miles. Connection with Milwaukee is maintained by a 
steamboat line across Lake Michigan trom Grand Haven. 
The road is in the hands of Mr. C. C. Trowbridge as Receiver 
ped suits for foreclosure of mortgage. His latest report is Chicago & Alton. 
for the year 1877. 

The equipment consists of 30 line and 4 switching engines;| The following is from the report of Mr. T. B. Blackstone, 
27 passenger, 7 combination and 9 mail and ba cars; | the President, which is all that is at hand as yet: 

340 box, 124 flat and 11 way cars; 1 pay, 1 auxiliary, 2| The company worked 677.84 miles of road during the year, 
bridge repair and 1 boarding car. | 62.06 miles of which has a double track, and the entire mile- 

The mileage of engines and cars over the road for the year | age of track in road and sidings was 849.45. The changes in 









































was as follows: capital during the year were insignificant. 
1877. 1876. Decrease. P.c. he earnings for the past two years were: 
Engine mileage............. 787,275 929,790 142,515 15.3 1877. 1876. Inc. or Dec. P. c. 
GE 8,068,812 10,275,446 2,206,634 27.3 pesoengers. 61, 11,851.78 $1,218,820.91 . 3,969.13 0.6 
iia . reight...... 3,067,769.22 3,541,346.07  Dec.. 473,576.85 13.4 
The earnings of the road for the year were as follows: | Express 84842 66 98.963.33 Dec.. 14,120.67 14.3 
1877. 1876. Inc. or Dec.‘ P. c. | Mails... ... 98,160.29 97,969.00 Inc... 191.29 0.2 
oamagees . ....$357,147.05 ee : Saen 4 | Miscellaneous 
‘reight........... 526,165.65 573,245. c. 47,080.: els Ress ,719.18 3,429.38 Kes .710.25 50.0 
Mails and sundries 36,892.88 39,697.89 Dec. 2805.01 7.1) “™ ae ~ oor A o.com 
_ |” RE 4,916.52 4,848.02 Inc.. 68.50 14 ‘ Total... .$4,464,343.08 $4,960,528.69 Dec.. 496,185.61 10.0 
orking ex- 
Total...... .$925,122.10 $977,455.05 Dec .$52,332.95 5.4) penses..... 2.357.005.62 d _ 55.49 12 
Work'g expins 8.°749,726.08 “841,440.97 Dec . 91,714.89 10.9 Fee..... SR See Tee. Snes? 4 
axes and insur- Net earnings. $2,107,337.46 $2,269,467.58 Dec..$162,130.12 7.1 
ance... _.... 41,092.57 43,724.83 Dec. 2,632.26 6.0 ae F ye mis cae sate 
cetiieditetsienaacliane one | A ‘ : ane 4 ” 184 OF | 
Total........$795,818.65 $885,165.80 Dec $94,947.15 10.7 | Set Camnings 22 Sonoo «= SSsawoo © “Histor 
Net earnings. ... $134,303.45 $92,280.25 Inc. $42,014.20 45.5 | Per cent. of expenses ...... 52.80 54.25 55.92 
dross earnings per a alee ml -,|. The report says that no taxes were a upon the cap- 
sn adaabines sar 4,504.85 5,171.72 Dec. 276.89 5.4 | ital stock of railroads for the year 1877. The back taxes 


710.60 : < 222, 5.5|upon capital stock for the year 1874, amounting to 
wn. = 30 4-9 | $132,472.26; for 1875, amounting to $116,663.73, and a 

expenses........ 81.04 86,08 Dec. 5.04 5.9 | portion of those for 1873, amounting to about $75,000, will 
Per cent. all ex- | probably have to be paid during the present year. The taxes 


penses.......... 85.48 90.565 Dec. 5.07 5.6 | upon capital stock for the year 1876 are enjoined, and, ac- 

The disposition of net earnings was as follows: | cording Neg oe of the Supreme Court of this State, 
Interest on prior lien bonds and short loans...........- 57,427.88 | cannot be collected. 

New work and land bought. ......---..-se-escccccceee - $36'067.57 | The Mississippi River Bridge has been leased by the com- 

—-——_ pany from 8, 1877, in perpetuity, at a fixed rent of 

DOO... oi wideateiedsensss. ericson ae $137,495.45, | 63.000 per annum, which rent the compan. has agreed to 


_ Being $3,192 in excess of net earnii The principal | apply in payment of 7 per cent. dividends on $300,000 of the 
items charged to new work were $20,839.27 for filling | stock of the bridge company, and 6 per cent. interest on 
Saddle-bag swamp; $12,321.53 for filling trestle and roofing | $700,000 of its yee Bee ear mortgage bonds, with a cove- 
culverts, and $29,873.49 on account of new iron bridge at | nant to retire said bonds at maturity, after which the 
Grand Rapids. Expenses were ly increased by the | amount of rent will be reduced to $21, per annum, the 
work done to bring the road up to condition; had these | amount required to La cent. dividends on the stock. 
extraordinary expenses been dedu the working expenses | The net earnings of the ppi River Bridge for the year, 
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| based eee rates go mae with those charged on simi- 
lar traftic over the bridges at Hannibal & Quincy, after de 
ducting taxes and all expenses for operation and repairs, 
amount to $112,018.86, or $49,018.86 more than the annual 
rent. 

The net profit derived from traffic during the year, after 

| deducting therefrom all fixed charges, rents, taxes on prop- 
erty and expenses properly chargeable thereto, is equal to 
7.58 percent. on theshare capital of the company outstand- 
ing. both preferred and common. 

he number of passengers transported during the year 
was 860,257, of whom 824,218 were local passengers. The 
ed transported to Chicago was 89,183; from Chicago, 

97,603. 
| The statistics presented on freight show that during the 
year 1,560,188 tons were transported. The through freight 
—346,067—was an increase of 64,082 over that of the year 
before. The average rate per ton per mile for transport- 
ing freight was, in 1876, 1.626 cents; in 1877, 1.447 cents: 
decrease in rate, 0.179 cent. The amount of freight trans- 
ported to Chicago was 819,472 tons; from Chicago, 278,107 
tons. 

The report states that no separate account of the earnings 
of the Joliet & Chicago line has been kept, but its net earn- 
ings are in excess of the rent paid for its use. The strike of 
the coal miners lafgely reduced the traffic of the Dlinois 
River road. The gross earnings of the St. Louis, Jackson- 
ville & Chicago Railroad amounted to $610,698, 62. 

THE KANSAS CITY CONNECTION, 

With regard to the leased Louisiana & Missouri River road 
and its proposed extension to Kansas City, the report says: 
“When it became apperant that the Louisiana & Missouri 
River Railroad Company would be unable to complete its 
line to Kansas City, it was found that $994,000 of its first- 
mortgage bonds, based upon the uncompleted part of the 
line, had been sold. The proceeds of these bonds were at 
that time represented by cash in the hands of the trustee, 
and by rails and other material that our company could use 
= its lines. Four hundred and forty-six thousand dollars 
of the bonds were soon after purchased and canceled, leav- 

ing still outstanding on the uncompleted part of the line, 

$498,000 of the bonds. In consideration of the transfer to 

our company of rails and other material at their cash value, 

in the settlement which was then made, it was agreed that 
| the interest and ultimate redemption of $439,100 of bonds 

and scrip should be assumed by this company, and that the 
| interest on the remaining $59,000 of bonds should be paid 

by our company, and charged from time to time as a pay- 
| ment on account of rent. This matter having been the sub- 
| ject of misrepresentation and considerable recent correspond- 
|ence, although before reported, is again referred to that it 
| may be understood by all shareholders and others who are 
| interested. Since the date of the settlement above referred 
| to, our company has advanced to the Louisiana & Missouri 
| Railroad Company, by the payment of interest on the bonds, 
| $265,736.50, which, with the extension of the railway about 
to be made, will soon be repaid from increased traftic on that 
| line, which leaves the balance of account or net obligation 
| of our company $173,333.50. 

“In order that the obligation to pay the interest, and ul- 
timately to redeem the principal, of the $439,100 of bonds 
and scrip above referred to, shall not interfere under any 
circumstances with the application of current receipts from 

| traffic to payment of devltente, ete., our board has set apart 
| asa special fund, to be devoted, as far as may be necessary 
| to the payment of interest and principal of said bonds and 
scrip, $800,000 of 7 per cent. guaranteed stock, and $150,- 
000 of guaranteed 6 per cent. bonds of the Mississippi River 
Bridge Company, as will appear by reference to the bal- 
ance sheet here with reported. 

‘‘The traftic on this line amounted to $213,528.18, being 
only $332.67 less than during the previous year. 

‘*A computation, based upon the above amount of traffic 
upon that eo only, would show an annual loss to our com- 
any under the lease; but, including what has been earned 

y our lines in Illinois, by reason of the traflic to and from 
the Louisiana & Missouri road, the result each year has 
shown a small net gain to our company. 

“The subject of extending this line to Kansas City in pur- 
suance of the original undertaking was referred to in our 
last annual report, and has led to continued misrepresenta- 
| tions relative to its effect upon the value of our shares. The 
officers of our company, since the commencement of the ex- 
tension of our line west of Roodhouse, have had abundant 
reason for a confirmed belief that the project as originally 
design '#] for a line to Kansas City was then and is now wise 
and judicious. Under present circumstances the part of the 
line already completed is not operated at a loss; but its value 
to our company is much less in proportion to its length and 
cost than the completed line will be. In this belief we are 
| confirmed not only by experience extending over a long 
seriod of time, but also by the unanimous judgment of dis- 
interested experts who have carefully investigated the 
matter, 
| ‘In response to the circular relative to the extension of 

this line, which was addressed to our shareholders on the Ist 
| day of December last, the board has received the consent 
‘and direction of the holders of considerably more than 

three-fourths of the preferred and common shares of the 
| company respectively, and since the close of the year the 
| board has resolved to extend the line to Kansas City. A 
|contract has been made with responsible parties under 
| which at least one-half, and probably all the money re- 
| quired for completing the line will be obtained for a period 
|of 25 years at acost of about 6 per cent. per annum. 
‘“* The contract provides for the issue by our company of a 
25 year 6 per cent. sinking fund bond, interest and princi- 
| pal web ts in gold. 
| ‘* This bond is not to be secured by mortgage on property 
| now owned by our company, but will be secured by a de- 
| posit with the United States Trust Company of New York 








| of an equal amount of 7 per cent. bonds, secured by a first 
| and only mortgage on the line to be constructed, including 
an iron bridge over the Missouri, which mortgage is limitec 
to $8,000,000, and is equal to $15,000 per mile and the esti- 
mated cost of the bridge. 

‘** At the date of publishing this report the oe gre are not 
all executed, and a more complete report will be made rela- 
| tive to the matter hereafter. By reason of the long-con- 

tinued delay in effecting a settlement between the Louisiana 
& Missouri Railroad Company and its floating-debt credit- 
ors, which we hope will soon be accomplished, it has been 
considered best for our company to extend the line under 
franchises obtained through the medium of a new organiza- 
tion which has been made for that purpose under the laws of 
Missouri. 

“The new corporation, known as the Kansas City, St. 
Louis & Chicago Railway Company, has obtained donations 
of ne of way and a limited amount of other local aid, all 
of which will be assigned to our company, and the construc- 
tion of the railway and its subsequent operation will be sole- 
ly inthe interests of our shareholders, and, we have no 

oubt, will advance the value of our shares. 

President Blackstone states that the reduced earnings of 
the year have resulted from exceptional causes, as well as 

| from the general depression of business, and concludes thus : 
| ‘* A careful examination of our accounts shows that the 
failure of the corn crop in 1876, in certain sections of the 
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country upon our lines, where we have little or no competi- 
tion, and the strike of coal miners before referred to, re- 
duced our traffic in the transportation of corn and coal, 
compared with like transportations from the same stations 
the year previous, to an amount nearly equal to the entire 
reduction for the year. Other losses, resulting from the 
suspension of the large iron and steel works at Joliet, the 
general strike in July and other causes, have been com- 
pensated for by a gain in many other kinds of 
traffic. The crops upon our line which will 
a market in 1878 are equal toa full average, and we have 
reason to hope for better results in the near future. It is 
gratifying to angel directors to beable to re 


reduction in the cost of operating and maintaining our lines, 


considerably improved. 
op 

cers in charge of the several depaatments, and those em- 
ployed under their direction, for efficiency, zeal and fidelity 


| by rival lines, the rates obtained upon this mineral traffic 


| have further decreased. 


seek | 


rt a continued | 


‘* Additional competition has also diminished the anthra- 
cite coal tonnage of the year. 

‘The vital necessity of adequate freight rates in main- 
taining the credit and value of this property is shown by the 
results of a single mill, in revenue, when applied to the 
freight tonnage of the year. 

“*Could the rate per ton-mile have been increased just one 
mill more. the net earnings would have been increased 
$337,378.48; and most certainly the average gross rate for 
freight per ton per mile of about one cent (the rate which 
would thus have been reached), could not reasonably be 


| deemed excessive. 
and to state that our property has been in all departments | 
fully maintained in etfticient condition, and in many respects | 


he acknowledgments of the board are due to the offi- | 


ADVANCEMENT OF THE PROPERTY. 


“The results of the steam hoists established at Leavitts- | 
burg, Mansfield, Dayton and Urbana, for the interchange | 
|of car-bodies from broad to narrow-gauge trucks and vice | 


| versa, have been signally effective and satisfactory in every 


manifested in the discharge of their duties during the past | 


year.” 
Atlantic & Great Western. 


The report of the Receiver, Gen. J. H. Devereux, has been 
rendered for the year 1877, with the usual elaborate state- 
ments concerning the business from the date of the ap 
ment of the Receiver, Dec. 10, 1874. The road worked dur- 
ing the year was the same as at the close of the previous 
year, consisting substantially of a line 387!¢ miles long from 
Salamanca, N, Y., southwestward to Dayton, O., which is 


crossed 165 miles from Salamanca by a leased line from | $64,000 of the stock of the Sharon Railway, mainly derived | 


Cleveland, O., southeastward 61 miles, and thence northeast- 


int- | 


| 
| 


ward 27 miles to a second junction with the Salamanca- | 


Dayton line. 


but not by the Receiver as such: 
REPORT OF THE RECEIVER, 

“The third annual report is submitted herewith of the 

Atlantic & Great Western Railroad for the year 1877: 
STATEMENT. 

‘The earnings and expenses for the year have been: 
Gross earnings from operation $3,973, 298.82 
Operating expenses 3,004,381.46 


~~ $968,917.36 
9.549.538 


Net earnings from operation 
Earnings from other sources 


Total net earnings from all sources..... ...... $978,466.89 
o of which have been paid fixed charges as fol- 
UWS: 
Rental of equipment 
= * all leased lines..... 
General expenses, taxes, etc.......... 


$362,927.81 
313,254.91 

. 148,113.71 
——————__ 824,206.43 
Leaving net income for the year.... ..... ... $154,170.46 
Out of which have been expended for additions and 
betterments strictly chargeable to capital account 26,536.25 


$127,634.21 


‘The results of operation of the railroad and leased lines 
from Dec, 10, 1874, to Dec. 31, 1877, are as follows: 


$11,627,612.76 
9,012,419.22 


Leaving net surplus 


Gross earnings from operation 
COPOTIETIS GH oo on. ccc co sacncace acccescesecs 


315,193.54 


Net earnings from operation A . 
28,020.67 


Earnings from other sources.................0e0005 


Total net earnings from all sources........... $2,643,214.21 
Out of which have been paid fixed charges as fol- 
lows: 
Rental of res 
= “* all leased lines............... 
General expenses, taxes, etc........... 


$919,881.21 
974,890.23 
371,735.63 
—-——_—_ 2, 266,507.07 
Net income during receivership $376,707.14 
Out of which has been expended for additions and 
betterments strictly chargeable to capital ac- 
count 254,742.18 
Leaving net surplus $121,964.96 
“And, under orders of the Court, during the period of the 
receivership, there has been expended, on account of the in- 
debtedness of the Atlantic & Great Western Railroad Com- 
pany, the sum of $1,051,573.38 over and above the cash 


which has been collected from the company’s assets. 
RATES AND TONNAGE, 


‘Reference is made to the statements of the last annual 

report in respect of the diminution and loss of net revenue, 
which had resulted from the extraordinary competition for 
the export tratlic of the country by the trunk lines, the effects 
of which struggle have been felt throughout the past year. 
_ “Although early in April the trunk lines settled their ex- 
isting disagreements by a new compact and the appointment 
of a joint commissioner, yet: the bulk of all through trafiic 
continued to be transported for some months longer at ua- 
changed low rates in consequence of unexpired contracts. 
During the summer and carly autumn there was a general 
diminution of through tonnage, and the season of lake navi- 
gation was unusually prolonged; these causes combined pre- 
vented any considerable improvement in through-freight 
rates. 

‘** The average rate per ton-mile received upon all freight 
for 1877 is 0.908 cent, as against 0.905 cent’in 1876. 

“The average cost per ton-mile of all freight has been 
0.7308 cent, which is less than the average cost of 1876. 

‘The passenger revenue has decreased 5,4); per cent. com- 
pared with 1876; but there is shown an increase in the 
average rates received upon both local and through passen- 


| 


| 
| 


| 





| 


| thorough accord in the conduct and interchange of all | 


gers, which rates, however, were exceptionally low the pre- | 


vious year. 
off in the passenger travel of the country during the year. 


There has been a general and marked falling | 


‘The average rate received for all passengers in 1877 is | 


2.316 cents per mile, and the average cost per passenger per 
mile is 1.4738 cents. 
“Tt is to be remarked that the total freight tonnage in 


1877 is the largest ever moved over the road in any previous | 


year. There has been a notable increase in the volume of 
oil transportation, caused by a trunk lines contest for su- 
premacy in the carriage of this traffic, and accompanied by 
= inevitable result of loss of net revenue by reduction in 
rates. 


“The peculiarity of this latest controversy was that | 


throughout 1876 the oil rates had continued undisturbed and 
were maintained, and the oil business was not recognized in 
the trunk lines’ agreement of April. This recent competi- 
tion, therefore, was, if somewhat sudden and unexpected, 
restricted, however; and the Atlantic had simply the choice 
of standing in with the trunk line connection to maintain its 
hold upon the business, or to surrender, at once and alto- 
gether, this particular transportation to rival lines, with but 
little hope of regaining it to any extent in the future. 

* This struggle ended in October, when an agreement was 
reached by the trunk lines and rates were restored. 

“Tt will be noted that the tonnage of bituminous coal and 
of iron ore has inc 
the effects of a constantly widenin 


» compared with 1876: while from | 
competition in the en- | 


largement of old and the opening of new sources of supply | 


respect. 
a The isolation heretofore of this railroad from its excep- 
tional gauge has been almost entirely removed by these 


steam hoists, the use of which has reduced to a minimum | 
the cost of transfer service, while nearly doubling the earn- | 
ing capacity of the equipment of the road employed in | 


through traffic. 
‘‘The Sharon Railway, built by a friendly interest, is com- 


pleted, and has been leased on favorable terms by the Re- | 
| ceiver. 


This acquisition promises to be of additional value 


in connection with the new outlet to the City of Pittsburgh via | 


Youngstown. Already the Receiver is possessed of about 


from additional or new traffic furnished by that road. 
‘* A copy of the lease of the Sharon Railway is appended 


There are other branches worked in connec- | herewith. 


tion with the Atlantic & Great Western and by its officers, | ‘‘ The Pittsburgh & Lake Erie Railroad is the name of a | 


new line, which, fully organized the past year, has now its 


entire road under contract, connecting Youngstown with the | 


City of Pittsburgh. This is practically the extension of the 
Cleveland & Mahoning Valley Railroad to its natural and 
originally intended terminus. 

“A satisfactory contract has been made by _ the 
Receiver with the Pittsburgh & Lake Erie Rail- 
road Company, a copy of which is also annexed. It is ex- 
pected the road will be completed, with trains running reg- 


——|ularly over it between Cleveland and Pittsburgh, before 


another winter. 

‘*The Rochester & State Line Railroad Company, whose 
road connects the Atlantic & Great Western Railroad at 
Salmanca with the city of Rochester and the line of the New 
York Central & Hudson River Railroad, has just fully com- 
pleted its track laying to Salamanca, and is now making 
connections at that point with the Atlantic & Great Western 
Railroad. 

“It is reasonable to expect much advantage to accrue in 
the future to this property from the combined results of these 
new connections and arrangements, which have been com- 
pleted or are progressing. 

REMARKS, 


‘Again the matter of ownership of an adequate equip- 
ment is referred to, as bearing largely upon a proper and 
economical management of the road. 

‘From lack of a sufficient equipment it has cost the re- 
ceivership in rentals of cars and locomotive engines $919,- 
881.21. Considerably less than this amount would suffice 
to purchase outright all the equipment required, and the net 
earnings of the property would have been increased from 
such ownership over $200,000 yearly. 

‘“The unprecedented labor strike upon United States rail- 
roads, which marked the year 1877, was not participated in 
by any of the employes of the Atlentic & Great Western 
Railroad. 

‘* With the forced abandonment of all traffic on most of 
the neighboring and connecting railroads, the trains of the 
Atlantic line were steadily run without interruption through- 
out a prolonged excitement, with an effect which largely 
enabled the receivership to make up deficiency in revenue. 

“ While it was true that, from the situation of the prop- 
erty, and with its specially trying financial difficulties, it was 


for the clear interest of its employés to do precisely as they | 


did, nevertheless in their withstanding unmoved the ex- 
citement, prejudice and passion of that trying time, the 
employés generally are to be commended for faithfulness 
and integrity. 

*‘ And, in this regard, special recognition is made of the 
locomotive engineers, whose conduct throughout was emi- 
nently conservative and judicious. 

‘““The road, superstructure, equipment and all appur- 
tenances have been well maintained, and the property gener- 
ally is in a condition exceeding any standard of the past. 

* At the date of the Receivership there had been laid in 
the main track 11114 miles of steel rails. The Receiver has 
added, up to the date of this report, 47 miles of steel rails, 


and, hereafter, most of the renewals in the main track will | 
be made with steel rails, so long at least as the present small | 
difference exists between the cost of re-rolled iron and new | 


steel rails. 

‘* The number of all cars prepared for the steam hoists dur- 
ing the year has been 372, making to date a total number of 
1,372 cars so changed, the expense of which has been charged 
to cost of operating. 

‘The arrangement with the Cincinnati, Hamilton & Day- 
ton and the Cincinnati & Springfield Railroads for transport- 
ing the traffic of this line and handling hoist cars between 
Dayton and Cincinnati has been made permanent by mutual 
agreement, and is working very satisfactorily to each road. 
At the points of connection with other railroads there exists 


traftic. 
“The matters, however, of adjustment of line agreements 


and business working with the Baltimore & Ohio Railroad at | 


Mansfield remain unchanged since the last report. 


‘The Erie & Chicago passenger line via the Pittsburgh, | 
Fort Wayne & Chicago Railway has run throughout the 


year, with results as good as were anticipated.” 


The company is in process of reorganization, and there is | 


of course no change in the capital account, which is larger 

in proportion to the property owned than any other in 

America, amounting to about $218,000 per mile of road. 
The work of the road for two years has been: 

Tons of freight moved: 1877. 1876. Inc. or Dec. 
Local 1,211,983 1,693,402 Dec. 481,419 
Through 1,592,020 783,254 Inc. 808,766 


327,347 


76,971,485 114,090,683 Dec.37,119,198 
.260,407,002 174,269,362 Inc. 86,137,640 


28.5 
103.3 





Total........... 2,804,003 2,476,656 Inc. 
Tonnage mileage: 


40Ca 





337,378,487 288,360,045 Inc.49,018,442 

No.: 
759,662 
84.777 


ae 

Passengers carried, 
Local 

SEOOR, . 5605s ccc 


804,798 Dec. 
109,553 Dec. 


914,351 Dec. 


69,912 
17,679,703 Ine. _ 363,776 
21,412,285 Dec. 


7,101,478 
39,091,988 Dec. 6,737,702 


45,136 


24,776 


844,439 
Passenger mileage: 
Local 
Through 


18,043,479 
14,310,807 


32,354,286 





| Loss 


P. c. 


| 

The earnings and expenses in detail were: 

Earnings from traffic: 
877 


1876. 
$2,611,116.79 
790,884.94 
42,224.39 
52,291.93 


49,781.81 


Inc. or Dec. 
Inc. .$455,291.20 
Dec.. 41,354.65 
Inc .. 5,138.07 
Dec.. 2,345.54 
Inc.. 10,269.88 


Inc. .$426,998.96 
925.40 
5,971.28 
$701.15 
61,062.25 


herd 


SPR or 


ad. 
Freight ..... $3,066,407.99 
Passengers.. 749,530.29 
Mails........ 47,362.46 
Express. ..... 49,946.39 
Miscellane’s. 60,051.69 
Total traffic 
earnings ..$3,973,298.82 
Operating expenses: 
Salaries..... 1 
General exps 253. 
Station exps. 28,299.20 
Train exps.. 893,609.60 
Maintenance of— 
| Locomo- 


Do 
Heriot or 


Hw 
© 


$3,546,299.86 


Inc.. 
Inc.. 
Inc.. 
Inc.. 


3 


o 


104,040.18 
314,282.40 
219,598.05 
832)547.35 


NPS 3 
wooo o 


330,738.89 
314,152.10 
708,611.28 


326,782.76 
336,101.43 
J 575,174.11 
Buildings 

and docks 
Fences .... 
and 

damage.... 
Legal exps... 


56,703.45 
18,342.79 


79,541.12 
19,576.20 
13,721.46 
14,983.43 


13,714.70 
7,942.28 7,041.15 





Total ope- 
rat’g exps.$3,004,381.46 $2, 


829,300.58 


Inc. .$175,080.88 





| Net earnings 


from traffic $968,917.36 $716,999.28 
Earnings 
form other 
sources.... 


Inc. .$251,918.08 


9,549.53 9,852.26 Dec.. 302.73 3.5 





Total net 
earnings. $978,466.89 $726,851 54 Inc. .$251,615.35 34.6 
Here, with an increase of 12 per cent. in the gross earn- 
|ings from traffic and an increase of 6.2 per cent. in the 
working expenses, there is an increase of 34)¢ per cent. in 
the net earnings of the year. 

These net earnings are at the rate of about $2,000 per 
mile of road worked, and are the largest made in any year 
under the receivership. 

he working expenses were 75.61 per cent. of the gross 
earnings in 1877, against 79.78 in 1876, and 77.38 in 1875. 

The increase in earnings was almost exclusively in freight, 
in which it was 1714 per cent., or a trifle more than the in- 

crease in freight traffic, the average rate being a trifle 
greater in 1877 than in 1876. The increase in expenses was 
three-quarters in maintenance of way, the expense of which 
was exceptionally small in 1876. Most items of expense, 
however, show some increase, and indicate that the econo- 
mizing process which has been followed so diligently on this 
as on other roads for so many years has reached its limit. 

The income account for the year is given as follows: 

1877. 1876. 
Net earnings (as above).... . $978,466.89 $726,851.54 
A. & G. W. Co. assets— 
Collected in cash by Receiver 
Tranferred to Receiver 


820.80 16,977.48 


Total receipts to be accounted 
$979,336.49 
Expenditures chargeable to above receip 
Additions to property 2 
Liabilities of A. & G. W. Co. paid... 85, 
Assets of A. & G. W. Co. transferred 
Use of foreign cars and engines.... 3€ 
Rent, Cleveland & Mahoning R. R.. 
Sharon Branch..... , cai 
Sharon Railway 
docks and lots................ 
General profit and loss........ ..... 
= SRDORIOD. 5.0.2 eee sccs sacs cee 
interest and exchange 
BIO ss ccc cpanccaess!-coensies cone 


$743,829.02 


102,462.89 
234,089.01 


= 26,971.07 
9,011.84 
911.19 
24,418.47 
10,784.05 
. 112,000.00 


14.791.00 
7,492.47 
6,086.77 

26,043.94 
7,798.23 


98,530.56 


“ 


“ 





$93 


$937,199.08 
46 


137.41 


Total expenditures.... ......... $1,046,573.72 
Excess of receipts over expenditures. 
Excess of expenditures over receipts.. 302,744.70 

The reduction in these expenditures is due chiefly to the 
| less amount paid for liabilities of the company which accrued 
| before the receivership. The very large amount of rents for 

foreign cars and engines is due to the fact that this road has 
| an altogether insufficient equipment, and hires a large part 
of that which it has constantly in use, for local as well as 
| through traffic. 

This is the first year since the receivership that the income 
covered the whole yearly expenditures. The aggregate 
excess of expenditures over receipts in the three years and 
twenty-two days of the receivership were $552,567.31, which 
is the present amount of liabilities over assets. 

The following deductions are made by the Auditors: 

Freight Traffic: 11877. 1876. 
Average receipt per ton per | ———. a Po cents. ae 

mile “++ {Total .....0.9088 
Average expense per ton per mile....... 0.7378 ** 

sb rofit < Dd) ‘windiest 0.1780 
Average earnings per freight-train mile. 86.98 
“cost = 3 “69.94 
profit “ “ “17.04 2.2 
Average distance of haul ... ...........120.32 miles. 116.43 miles. 
Average number cars per train. 16.00 15.90 
= oe tons per car. 5.96 5.98 
Average freight-train load............... 95.36 tons, 95.08 tons. 
This shows that the average receipt per ton mile of 
| through freight was 26 per cent. greater in 1877 than in 
1876, in spite of which there was an increase of nearly 50 
per cent. in the through freight traffic. There was a de- 
crease of about 2 per cent. in the average rate received for 
local freight and a decrease of about one-third in the local 
freight traffic. The increase in average projit per ton mile 
was no less than 40 per cent. 
Passenger Traffic : 1877. 
. > are by . . 
| Average receipt per passenger | [tli "7 24g eee 
7 (Total. : ..2.317 
= expense per passenger mile......1.474 “ 
he + ..0.843  “ 


profit mae: 
distance carried ....38.31 miles, 
No. cars, per train (including 
sleepers and baggage) * 
No. cars, per train (without sleep- 
ers and baggage) 2.7 
No. cars, per train (not including 
__ | REE e: ‘. 
No. passengers per car.... ...... 9.8 
as — “ train 31. 
earnings per passenger train mile.88.76 cents. 
expense “* 9 = * a. ae 
profit “* 32.29 29.30 
There was an increase of about 15 per cent. in the avera; 
receipt per passenger per mile, chiefly due to higher throug 
rates. There was an increase of 23 per cent. in the average 
profit per passenger mile. The passenger train load appears 
to be an extraordinarily small one, which is probably due to 
the number of cars that were run on through trains which 
are not well patronized. 
he expense per train mile on this road, both for passen- 
ger and freight trains, is exceptionally small, as well as the 
earnings. e@ average earnings per train mile of the 17 
leading roads in Massachusetts last year were $1.42 for 
freight and $1.45 for passenger, against 87 cents and 8834 on 
the Atlantic & Great Western ; the average expenses in Massa- 
| chussetts were $1.06 for freight and 92 cents for passengers, 
against 70 and 5614 on the Atlantic & Great Western. 





9 0.9055 
0.7777 
0.1278 
86.44 
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12.20 
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1876. 
2.716 cents. 
1.450 * 
2.023 * 
1.338 “ 
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